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TRAFFIC WORLD INDEX 


The index for Volume 34, of The Traffic World, cov- 
ering the six months period, July to December, 1924, in- 
cliisive, will be mailed to subscribers with the January 
10 issue of the magazine. It should be preserved and 
bound with the copies of The Traffic World. As our old 
stibscribers know, one of the great values of our publica- 
tion is in its use for reference purposes. 


THE ST. LAWRENCE CANAL 

The project for canalization of the St. Lawrence 
rivér so as to make a usable water route from the Great 
Lakes to the Atlantic Ocean is once more concretely be- 
fore the public with the request of President Coolidge 
to Congress for an appropriation of $275,000 for surveys 
anid the preparation of plans and estimates by engineers 
d&tailed to the work. The President had previously 
nade known to Congress his belief in the advisability of 
the improvement. 

We have no objection to the appropriation proposed 
net, for that matter, to opinions of the President and 
others that the work ought to be undertaken and would 
résult in public benefit, so long as they hold themselves 
open to conviction and go about the preliminary investi- 
gation in the proper spirit and by correct methods. Sur- 
véys and plans are, of course, necessary. The job could 
not be undertaken without knowing certainly whether it 
could be completed and at what cost. But to us it seems 
that there has been a decided lack of provision for the 
most important investigation, which should be to ascer- 
tain to what extent the canal would be used if built, 
afid, therefore, what would be its value to the commerce 
of the country. 

We suggest that, in addition to engineering experts, 
there be a committee or commission, made up of trans- 
portation or traffic men, to determine and report on the 
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value of the canal from this point of view. Lest a com- 
mission of railroad men might be biased against a project 
that, if successful, would take business away from them, 
we suggest that this commission be composed largely 
of men connected with transportation on the industrial 
side. 

We have never heard anything but dreams from 
those who believe the proposed canal would prove to be 
a great benefit in affording cheap and efficient transpor- 
tation and a means of relieving railroad congestion, and 
nothing but ridicule from those who believe the dreams 
would not come true. Let us have some facts and figures. 
To us it makes not a particle of difference how practi- 
cable the canal may be from an engineering point of view 
or how economically it could be constructed, until we 
know what use would be made of it after it was built. 


ARTICLES ON DEMURRAGE 

The Traffic World has arranged with Professor G. 
Lloyd Wilson, of the University of Pennsylvania, for a 
series of four articles on the application and interpre- 
tation of demurrage tariffs. The first one will be pub- 
lished in the January 3 number. Professor Wilson is 
the author of the series of articles on industrial traffic 
management now being published in this magazine, the 
fifth of which appears this week. 


MOTOR TRUCK TRANSPORTATION 

Perhaps nothing illustrates the development of the 
motor truck as a common carrier of freight and passen- 
gers better than the petition of the Boston and Maine 
Railroad for permission to abandon some one thousand 
miles of line, unprofitable largely because of motor truck 
competition. We know little of the merits of the case 
and, therefore, are not expressing an opinion, but we 
should say that, if the allegations in the petition are true 
and the motor trucks that have made the railroad un- 
profitable can carry the traffic in satisfactory manner, 
the railroad, by all means, ought to be allowed to do 
what it desires to do. Of course, due care should be 
taken that the motor trucks are regulated—even as the 
railroad has been regulated—in such fashion that they 
must function for the benefit of their patrons and could 
not abandon their enterprise at will. We imagine the 
truck lines would assent to this willingly. They want 
business and they realize that, in assuming the role of 
public servant, they must submit to _ reasonable 
regulation. 

The next few years will, doubtless, see surprising 
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developments in transportation in this respect. The rail- 
roads themselves, in many cases, are not only realizing the 
competition of the motor trucks but are using them them- 
selves for short haul business. Perhaps the use of trucks 
by the railroads or the abandonment of unprofitable lines 
to make way for the trucks, will have more effect than 


now may seem possible on the revenue of the weaker 
rail carriers. 


A COMMENDABLE EFFORT 

Representative Harry B. Hawes, of Missouri, a 
member of the House committee on interstate and for- 
eign commerce, is to be commended for a study he has 
made of the development of transportation in the United 
States, to the end that members of Congress and citizens 
generally may have available, in considering changes in 
the law, a brief history of the subject. He has published 
the results of his study in the Congressional Record, un- 
der privilege of extension of remarks. 

Mr. Hawes says his committee has had before it many 
bills relating to the regulation of railroads. “For my 
individual information,” he continues, “I have attempted 
to arrive at some understanding of the past history of 
railroads and legislation affecting them and to bring this 
subject down to date in condensed form, not for the bene- 
fit of experts or with the thought that it will influence 
those persons who have given study to the subject but 
rather that the average member or the private citizen, 
in considering changes in our present law, may have 
before him a brief historical statement of the develop- 
ment of this subject. 


“T doubt if the public is fully aware of the enormity 
of the task presented by the simplest bill relating to the 
operation, management, or control of railroads. 

“No part of this subject can be considered except in its 
relation to the whole. It is necessary to understand the 
magnitude of the subject and how it is all related one 
part with another. 


“We can not confiscate without payment. We must 
not merely destroy. Therefore, the first essential in the 
consideration of any change in existing law is a knowl- 
edge of all the facts relating to the problem. 


“In the affairs of life we are guided by experience, 
and experience is largely a matter of history. It is the 
knowledge of what has gone before or of things that have 
occurred to the individual or the nation which must be 
considered in any contemplated change. 

“A doctor studies the past history of his patient; a 
lawyer assembles his facts before he looks for the law; 
a man purchasing a business first reviews its past conduct 
and possibilities. Therefore, in proposing changes in 
railroad law, a knowledge of what has gone before is 
necessary. 

“Transportation of all kinds will ultimately become 
a related subject because the connection between water, 
rail, and highway is daily forming closer contact, and 
soon we may have the addition of practical air transpor- 
tation.” 

Mr. Hawes then traces the development of the rail- 
roads from the earliest days and of regulation of the rail- 
roads, referring to the federal control period, the trans- 


THE TRAFFIC WORLD 1425 


portation act, highways, waterways, valuation of rail- 
roads, and consolidation of railroads. 
his study as follows: 


He summarizes 


Summarizing the 96 years of development in the railroads 
we find: 


1. A joint attempt at building between private capital and 
State and National aid. 

_ 2. The abandonment of State and National aid and the pass- 
ing early in our history of roads into the hands of private 
capital. 

3. The attempt and the failure of States to regulate rates; 
this having been demonstrated to be essentially a national func- 
tion. 

4. The roads are now largely directed by men of extended 
experience who have grown up in the railroad business, nearly 
all advancing by merit from minor positions. 

5. Railroad stock, formerly owned by a few, is now held by 
hundreds of thousands of citizens, in many cases representing 
a lifetime saving. 

6. The Government’s effort to secure a proper valuation of 
railroads and promise of completion in 1927. 

7. The right of the Interstate Commerce Commission to 
make rates has been established by the courts; limited, how- 
ever, to rates insuring a fair return upon investment. 

8. Practically everything connected with the railroads is 
now regulated: Rates, service, safety appliances, extensions, 
issuance of stock, issuance of bonds, consolidations, abandon- 
ments, locomotive and car inspection, accounting systems, re- 
ports, investigation of management, excess profits, connections 
with ports, rail and water commerce, valuation, liability of 
carriers. 

9. The matter of further consolidation is now under con- 
sideration. 

10. Investment in highways of $5,000,000,000 and yearly in- 
vestment of State and Nation of $80,000,000. 

11. National investment in inland waterways, canals, and 
harbors of $1,150,000,000, and we contemplate an additional 
expenditure of $53,000,000. 

If I have in this statement shown the magnitude of the 
subject, the efforts of State control, the extent of the present 
national control, and have emphasized the tremendous develop- 
ment and the number of citizens dependent upon the roads for 
financial stability, I may have aroused an interest which will 
cause a more thorough study, extending to thousands of 
volumes. 

Before making changes, Congress, with the light of ex- 
perience, should know what has gone before, ascertain the 
extent and limitation of its powers, so that it may approach 
this subject with thorough understanding. 


We say again that the purpose of Mr. Hawes is to 
be commended. If other members of Congress will read 
what he has taken the trouble to prepare, they will be. 
better informed on a subject about which a vast amount 
of misinformation has been disseminated from the floors 
of Congress. 


RAILROAD LEGISLATION 


The Trafic World Washington Bureau 


Although there was practically no activity with respect to 
proposed railroad legislation in the first month of the present 
session of Congress; the interstate commerce committees will 
begin consideration in January of at least three and probably 
four important pieces of proposed legislation affecting the rail- 
roads. The life of the present Congress comes to an end at mid- 
night, March 3, so that, while the committees may actively con- 
sider proposed changes in the law, it will be difficult to put 
through any important railroad legislation in the remaining two 
month—unless the unexpected happens. 


Hearings on Senator Cummins’ railroad consolidation bill 
will begin January 7 before the Senate interstate commerce com- 
mittee. The Gooding long-and-short-haul bill will be started on 
its way to a favorable or unfavorable report from the House 
committee on interstate and foreign commerce when hearings on 
that bill begin January 20 before that committee. These are the 
“certainties” with respect to activity on proposed railroad 
legislation. 


The Howell-Barkley railway labor bill and the Hoch-Smith 
rate revision resolution probably will be taken up for considera- 
tion. Just how far the proponents of the railway labor bill will 
go in demanding action on the bill at this session has not been 
made clear. In the House this bill has a preferred status on the 
first and third Monday of each month. On those days members 
of the House may move to suspend the rules and put a bill on 
passage. When the House took the Howell-Barkley bill away 
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from the House committee under the new “discharge” rule, that 
bill was put on the suspension day calendar and it has not since 
been displaced. 

If the proponents of the Howell-Barkley bill insist that the 
bill be considered each suspension day until the end of the ses- 
sion and the opponents of the measure are successful in pre- 
venting a final vote being taken, no other measures can be taken 
up. Thus many bills in which members have particular interest 
will die. The question that has arisen in connection with this 
situation is whether the majority of the House will permit the 
Howell-Barkley bill to block action on other bills on suspension 
days. It is regarded as possible that if the opponents of the 
measure demonstrate that they can prevent final action at this 
session, the bill may be put on the regular calendar. If that 
should be done, the Howell-Barkley bill would be dead. Bills not 
passed at the short session die and if they are to be revived in 
the next session, they must be reintroduced and referred to the 
proper committees. 


The situation with respect to the railway labor bill may be 
changed by a compromise agreement on the measure. Senator 
Cummins has been working to effect a compromise. 


Senator Smith, chairman of the Senate interstate commerce 
committee, has announced that he will bring the Hoch-Smith 
rate revision resolution up for consideration after the holiday 
recess. He made no effort to obtain action on the resolution in 
December. If he should ask that the measure be sent back to 
conference for the purpose of eliminating the last paragraph 
declaring agriculture to be in a depressed condition and direct- 
ing the Commission to make the lowest possible lawful rates on 
farm products, as he indicated early in December that he pro- 
posed to do, the chances for final action at this session would be 
few, it is believed. The reason is that the House would have to 
pass on the revised resolution and it might not be found possible 
to get it before the House before midnight March 3. If no change 
is made in the resolution, however, it could be passed in the 
twinkling of an eye by the Senate. Opposition to the rate-making 
theories embodied in the resolution, however, it is believed, has 
crystallized some sentiment in the Senate against the resolution. 
The danger, it is pointed out, with respect to probable favorable 
action, lies in the fact that senators may regard the resolution 
as more or less harmless and therefore let it get by. 


The resolution carries no appropriation for the work required 
to be done under it. Representatives of the Commission told the 
House interstate commerce committee that an initial appropria- 
tion of at least $100,000 should be made available for the begin- 
ning of the work. With the Bureau of the Budget having cut to 
the bone the Commission’s estimate for appropriations for the 
fiscal year 1926, and with the Commission having told Congress 
in its recent annual report practically that it could not do th® 
special work required by special resolutions passed by Congress 
or by one branch of Congress, without stinting the regular work 
of regulating the railroads, it is believed that the Commission 
would be in a position to tell Congress it could not do what the 
rate revision resolution says it shall do—in the event of passage 


—unless additional money were made available for that specific 
purpose. 


Those informed on the subject of what the Commission is 
actually doing today with respect to revision of the rate struc- 
ture have little sympathy with the Hoch-Smith rate revision 
resolution. Since early in 1922 the Commission has been engaged 
on the most extensive revision of rates ever known in the his- 
tory of the country. Aside from the 10 per cent reduction in 
rates made effective July 1, 1922, and the reductions ordered in 
the first Kansas grain rate case, the Commission has been 
engaged in a revision of southern class rates, the revision of 
class rates in the southwest, the revision of western coal rates, 
the readjustment of western cement rates, a revision of the rates 
on iron and steel and rail and water rates on cotton. In the 
eastern class rate investigation in which hearings will begin in 
February the Commission is expected to make a consistent rate 


structure as a substitute for the hodge-podge is existence there 
now. 


REVENUE FREIGHT LOADING 


“All previous records for this season of the year are being 
broken in the number of cars loaded with revenue freight,” 


the car service division of the American Railway Association 
said, this week. 


“Total loading of revenue freight for the week ended De- 
cember 13 was 956,761 cars. 

“This was an increase of 57,004 cars over the corresponding 
week last year and 77,79 above the corresponding week in 1922. 
It also was an increase of 230,687 cars above the same week in 
1921 and 154,490 cars above 1920. 

For the week of December 13, the total was a decrease of 
11,495 cars under the preceding week, due to the usual seasonal 
decline in freight traffic at this season of the year. 

“Since the week of September 21, 12,365,004 cars have been 
loaded with revenue freight, an increase of 251,681 cars, or two 
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per cent, over the corresponding period last year, when freight 
traffic was the heaviest in history.” 


The loading by districts the week ended December 13 and 
for the corresponding period of 1923 follows: 


Eastern district: Grain and grain products, 11,440 and 10,618; live 
stock, 4,258 and 4,816; coal, 45,712 and 48,954; coke, 2,950 and 2,425. 
forest products, 5,513 and 5,189; ore, 2,690 and 1,522; merchandise 
L. C. L., 68,245 and 64,378; miscellaneous, 79,965 and 82, 862; total, 1924, 
220,773; 1923, 220,764; 1922, 222,856. 

Allegheny district: Grain and grain products, 4,316 and 2,650; live 
stock, 2,947 and 3,791; coal, 47,805 and 49,609; coke, 5,192 and 5,630; 
forest products, 3,134" and 3,342; ore, 3,367 and 4,071; merchandise, 

C... Bie 0,880 and 48,818; miscellaneous, 71,259 and 68,414; total, 
1924, 188, 900; 1923, 186,325; 1922, 192,076. 

Pocahontas district: Grain ‘and grain products, 201 and 253: live 
stock, 144 and 156; coal, 36,115 and 23,661; coke, 398 and wd forest 
products, 1,686 and 1,718; ore, 62 and 156; merchandise, Li C. 1,275 
and 6, 609; miscellaneous, 4, 469 and 3,753; total, 1924, 50, 350; 1923; ‘36, 745; 
1922, 30, 159. 

Southern district: Grain and grain products, 4,201 and 3,452; live 
stock, 2,565 and 2,500; coal, 24,685 and 21,483; coke, 860 and 977; 
forest Ye Ky 24, 413 and 22, 282; ore, 1, 287 and i, 595; merchandise, 
LC. 41,365 and 39,985; miscellaneous, 51,231 and 43,271; total, 1924, 
150, sor "1923, 135,545; 1922, 132,164. 

orthwestern district: Grain and grain products, 12,696 and 16,453; 
live stock, 13,659 and 12,198; coal, 10,395 and 7,818; coke, 1,389 and 
1, ,376; forest products, ti, 398 and 18, 324; ore, 504 and 1, 059; merchandise, 

C. 28,899 and 29, 812; miscellaneous, 30, 732 and 30, 973; total, 1924, 
116. era “4923, 118,013; 1922, 104,313. 

Central ‘Western district: Grain and grain products, 14,072 and 
12,867; live stock, 15,776 and 14,425; coal, 20,668 and 19,671; coke, 338 
and 270; forest products, 10,559 and 9,127; ore, 3,398 and 3,310; mer- 
chandise, Is. C. , 36,438 and 35,068; miscellaneous, 51,998 and ‘47, 970; 
total, 1924, 153, oA: "1923, 141,708; 1922, 141,212. 

Southwestern ‘district: Grain and grain products, 5,725 and 4,377; 
live stock, 3,861 and 2,914; coal, 6,474 and 4,932; coke, 186 and 195; 
forest products, 9,152 and 7, 399; ore, 426 and 377; merchandise, Eas ©. Tx, 
15,195 and 15,233; miscellaneous, 36, 193 and 25,230; total, 1924, Tt, 212: 
1923, 60,657; 1922, 56,2 

Total, all roads: Grain and grain products, 52,651 and 50,670; live 
stock, 43,210 and 40,800; coal, 191,854 and 176,128; coke, 11, 313 and 
p28 312; forest products, fy, 855 ‘and 67, 381; ore, 11, 734 and “+%: 190; mer- 
chandise, i re 297 and 239, 903; miscellaneous, 325, 847 and 
302,473; total, S924. "956. Fé. 1923, 899,757; 1922, 879,052. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1924 1923 1922 

4 Weeks of January .......... 3,362,136 3,373,965 2,785,119 
4 Weeks of February ........ 3,617,432 3,361,599 3,027,886 
5 Weeks of March ........e0- 4,607,706 4,581,176 4,088,132 
4 WOGES GE ADTH ccccsccccccs 3,499,210 3,764,266 2,863,416 
& WOGEE GF TRAY cc ccccccsccess 4,474,751 4,876,893 3,841,683 
4 WOKS OF JUNE ..cccccccccce 3,625,472 4,047,603 3,414,031 
SD WGCNE OF DUG ave ccctcicsccs 3,526,500 3,940,735 3,252,107 
5 Weeks of August ........... 4,843,404 5,209,219 4,335,327 
4 Weeks of September ....... 4,146,403 4,147,783 3,699,397 
4 Weeks of October .......... 4,380,149 4,312,650 3,913,046 
5 Weeks of November ........ 4,972,391 4,889,500 4,668,655 
Week of December 6...... 968,256 913,921 909,174 
Week of December 13...... eee. 8=«°——i“(‘é“tnts 4° ||| ae arererese 
WEE Scobie bsececreds anus 46,980,571 48,319,067 41,677,025 


FAVOR RATE REVISION 


Senator Capper of Kansas has submitted to the Senate a 
telegram in the nature of a petition from H. L. Kokernot, 
president, and E. B. Spiller, secretary, Texas and Southwest 
Cattle Raisers’ Association, and S. H. Cowan, American Na- 
tional Livestock Association, praying for the prompt passage 
of the Hoch-Smith rate revision resolution. The petition was 
referred to the interstate commerce committee. 


FULL STOP BILL 


Representative Upshaw of Alabama has introduced a bill 
(H. R. 11033) to promote the safety of employes and travelers 
on railroads engaged in interstate commerce by requiring auto- 
mobiles and other vehicles to stop at railroad grade crossings. 


AITCHISON TO BE CHAIRMAN 


The Trafic World Washington Bureau 


In accordance with the rule adopted by it for its guidance, 
Commissioner Aitchison is to be chairman of the Commission 
for the calendar year 1925. Accession to the chairmanship 
will mean nothing to the public. No changes will be made 
on account of Mr. Aitchison’s tour of duty as the man in 
charge of the administrative work of the Commission. So far 
as the public is concerned the change will mean a bit of work 
by the sign painter. He will paint out the name Commissioner 
Aitchison and insert Chairman Aitchison. On Chairman Hall’s 
door the painter will erase the word chairman and write in 
commissioner. 

This is the second time within five years that Commis- 
sioner Aitchison has been chairman. He went into that office 
March 17, 1919, and served until March 17, 1920, two weeks 
after the return of the railroads from government to private 
operation. He went from the chairmanship to the car service 
work of the Commission. Before he left the chairmanship the 
shopmen’s strike loomed threateningly, so that he was imme- 
diately thrown into the question of how the equipment of the 


railroads should be distributed to serve the public to the best 
advantage. 
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_ Current Topics 
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| in Washington : 


Advises Advisory Opinion.—In the interest of a better feel- 
ing toward the Supreme Court of the United States, James M. 
Beck, solicitor-general, thinks the court should issue advisory 
opinions and lay down rules for the guidance of Congress and 
the President in seeking such opinions. In a speech to the 
Pennsylvania Society in New York, a few days ago, he noted 
that more than 4,000,000 persons, by voting for La Follette, 
indorsed an attack on the court, not as a body of men, but 
as an institution. In no other campaign, he pointed out, had 
an attack been made on any part of the government of the 
United States, as an institution. Political attacks, he said, were 
made on the administration of the office of president by a 
given man, but no party ever proposed to abolish the presi- 
dency because it did not function as it thought it should. 
While Beck felicitated his fellow Pennsylvanians on the fact 
that more than 25,000,000 other voters had voted in such way 
as to permit their voting to be construed as in opposition to 
the La Follette proposition, he deemed the fact that as many 
as 4,000,000 had voted for La Follette cause for considering 
what the court might do to make itself better understood and 
more appreciated, even by a minority. His suggestion was that 
the court notify the other branches of the government that, in 
the interest of teamwork by the three co-ordinate branches, it 
would give its advice on the question whether a bill passed 
by the two houses of Congress, if signed by the President, 
would or would not be constitutional. He suggested that the 
court tell the other two branches that it would give such an 
opinion, if and when two-thirds of the membership of each 
house of Congress, acting by resolution signed by the President, 
asked for an opinion. Mr. Beck pointed out that, in the time 
of President Monroe, the court, notwithstanding the position 
taken by Chief Justice Jay, in the time of Washington, had 
given an advisory opinion that Congress, without violating the 
Constitution, could appropriate money for an improvement 
within a state. Chief Justice Marshall took the sense of the 
court and delivered it to his fellow Virginian, then at the head 
of the executive branch of the government. But the court soon 
returned to the rule, laid down in the time of Washington, 
when the august tribunal took the position that it would ex- 
press its opinion on the constitutionality of a statute only in 
a litigated case—that is, one in which substantial rights were 
the subject of a dispute between parties. Chief Justice Jay 
announced that rule when President Washington had asked for 
an advisory opinion on the question whether the treaty with 
the French monarch, made in the time of our revolutionary war, 
could be claimed as binding by the revolutionary government 
of France. Jay said the court would decide such questions only 
if and when they arose in connection with lawsuits. Under 
that rule, the court, except in the Monroe administration, has 
acted. The result, as Mr. Beck pointed out, has been such 
as to give point to political campaigns because of the long 
lapse of time between the enactment of a statute and its 
running of the judicial gauntlet, as, for instance, the Dred 
Scott case, arising out of legislation enacted in 1820, but not 
coming on for test in a litigated case until 1857. That decision, 
he thought, one of the most potent factors in causing the 
war between the northern and southern states. His idea 
was that, if the court would only agree to give advisory 
opinions, much of the criticism would disappear. Mr. Beck, 
like T. J. Norton and former Senator Beveridge, is a profound 
student of the .Constitution. His suggestion, therefore, has 
received and probably will receive respectful consideration. 
Had it been made by some one not so well acquainted with 
the intimate detail of the work of the Supreme Court, it 
would have been jeered at, if not ignored, on the theory that 
the justices of the court, all profound lawyers, for nearly 150 
years had known the arguments for and against the proposed 
rule and had not been convinced that it was one they should 
establish, even if, in the time of Monroe, Chief Justice Marshall 
thought it wise to give President Monroe an advisory opinion. 





Court Follows, Frenchman’s Idea.——As background for his 
suggestion that advisory opinions be given by the Supreme 
Court, Solicitor-General Beck called attention to an interesting 
fact in the history of the making of the Constitution and the 
administration thereof. He pointed out that, while the idea 
of a strict separation of the powers of government into three 
parts, as a method for avoiding tyranny, was that of Montes- 
quieu, the constitution-makers never mentioned the Frenchman 
enough to warrant Madison, in his copious notes on the making 
of the fundamental law, using Montesquieu’s name. Beck’s 
thought was that, while the members of the constitutional 
convention subscribed to the Montesquieu rule for preventing 
tyranny, they had no thought of commanding such an aloofness 
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from each other as has been shown by the three branches 
of the government. The practice, he held, was wholly Montes- 
quieu, in so far as the Supreme Court was concerned, to the 
hurt of one of the three institutions established by the Con- 
stitution. The aloofness of the court, he suggests, brought 
about a failure of that teamwork between the branches of the 
government needed for successful administration. He pointed 
to the fact that the Constitution-makers, in framing the funda- 
mental law, provided for an intermingling of branches such 
as would not have been pleasing to those who believed the 
three branches should have no more than a mere bowing 
acquaintance. Enactment of statutes of doubtful validity, he 
said, had become a habit, members of Congress appearing to 
be perfectly willing to hold their oats so lightly that they 
would not make an effort to come to a conclusion as to 
whether what was proposed would or would not be consti- 
tutional. He seemed to regard that as one of the outcomes 
of the position taken by the court, that it would pass on 
questions only when they came before it in bona fide litigation. 





McAdoo Still a Candidate.—Managing Republicans, there- 
fore party enemies of William Gibbs McAdoo, profess to 
believe that he is as much a candidate for the Democratic 
nomination in 1928 as he was in 1924, which is, of course, 
with claws and nails. It is a part of the McAdoo pose to 
deny any seeking of the honor. If and when McAdoo becomes 
the candidate of any party, it will be part of the pretense 
that he did not seek it, but was lassoed and compelled to 
serve “the people.” The Republican leaders base their belief 
on the fact that the railroad brotherhood leaders, at their 
conference in this city, decided to cut loose from the third 
party movement and concentrate on an effort to capture the 
Democratic nomination for McAdoo. They think the union 
leaders would not have taken such a step without advice from 
the man who operated the railroads, in 1918, in such way as 
to give those who watched him the belief that he was giving 
the unions all they asked for and inviting them to ask for 
more,. at public expense, under the delusion that he was an- 
nexing the presidency. One of the obsessions McAdoo had 
in those years was that the men who said they spoke for 
shippers were negligible political quantities, to be treated with 
slight consideration. Another was that the unions were nearly 
omnipotent and that they could be brought into line by favors. 
The fact was that he alienated the elements that had caused 
railroad regulation legislation to be enacted and acquired the 
enmity of state commissioners, the latter by going to White 
Sulphur Springs when he had agreed to meet them in con- 
ference, presumably in Washington, and compelling them to 
follow him, as if he were master and they little more than 
slaves or cheap hired men. The Republican leaders profess 
to believe that, if McAdoo cannot get the Democratic nomi- 
nation, he will take one from a third party, thinking he can 
split both old parties and come out the uncrowned king of 
America. Their own idea is that he would be an easier man 
to beat than LaFollette. 





New’s Cost Figures.—It is the conventional way to express 
doubt by suggesting that the thing under examination smells, 
looks, or sounds fishy. Why the almost always dumb, cold- 
blooded vertebrate is required to lend its generic name for 
adjectivial purposes is too long a story to write here; but, 
for the purpose of introducing the subject, it may be said 
that the cost study submitted by Postmaster General New, 
in connection with his proposal to increase the postage rates, 
suggests all the forms of fish-tainted doubt expressions ever 
invented. Broadly speaking, the cost study shows that second- 
class mail matter, newspapers, and periodicals, constituting 
something less than twenty per cent of the bulk of the mails, 
causes more than ten times the operating loss that is caused 
by the parcel post, although the latter constitutes almost two- 
thirds of the volume of the mail. The loss on second class, 
according to the cost study in the fiscal year, 1923, was 
$74,000,000 and on parcel cost a little less than $7,000,000, 
speaking in round figures. Such a disparity might suggest, 
to a ribald person, that the postoffice department paid the 
publishers something for the privilege of carrying their news- 
papers and periodicals. The figures, heretofore published in 
The Traffic World, were formally put before a sub-committee 
of the Senate committee on postoffices and post roads, with 
the members of which members of the House committee also 
sat, at the first hearing on the subject, December 22. The 
men who made the cost study, Mr. New said, were designated 
by the Congress and not by the department. The chief of 
the cost students, however, was Mr. Stewart, for a time second 
assistant postmaster general and known to railroad attorneys 
practicing before the Commission as having had charge of 
the postoffice’s side of the railway mail case. The Commission 
gave the railroads more than Mr. Stewart said they should 
have for their services. His figures were subjected to the 
scrutiny of L. E. Wettling, statistician for the western railroads, 
who, though he is on the carrier side of cases, has the 
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confidence of shippers. Mr. Stewart’s cost figures in the mail 
pay case, as before set forth, were subjected to analysis by 
Mr. Wettling. There are men who have been bombarded 
with arguments for and against an increase in postage rates 
on second class mail matter, familiar with the work of the 
Commission, who would feel that they had got the “low down” 
on the merits of the proposition, if they could have the opinion 
of Mr. Wettling as a “friend of the court.” The postoffice 
department has had its cost study checked and approved by 
a firm of accountants, but as to how much the members of 
that firm know about a thing involving transportation is not 
generally known. 





Now There’s Trouble in Ohio.—The Jack-in-the-box pro- 
clivity of poor Banquo’s ghost was a mild attack in comparison 
with the ubiquity of the question of relationship of rates on 
coal. Apparently, the Wheeling & Lake Erie, at the behest 
of interests at Akron, O., obviously either rubber or breakfast 
food, by proposing to cut rates from Ohio mines to northeastern 
Ohio consuming points, has added to the gray hair of men 
in the Commission’s Bureau of Traffic. They constitute a 
committee on conciliation, always forced to consider relation- 
ships on grain or coal, frequently both at the same time. 
The Ohio situation suggests that, perhaps, the Commission 
may have to use its minimum rate power. The same is true 
as to coal for the northwest through the Peoria and St. Louis 
gateways, particularly the former. The use of that power in 
the salt rate case early evoked the comment that this country 
was not built up by placing hobbles on either railroads or 
industries when the competition in a particular place became 
too hot for the comfort of some of the competitors. It is 
believed that the comment to that effect will continue to be 
made so that in the end the Commission will use that power 
so sparingly that most men will forget, for months on end, 
that it exists. The Wheeling & Lake Erie, in the case brought 
by the Pittsburgh coal producers for a revision of the cargo 
coal adjustment, has been out of line with other railroads 
on a considerable part of the question. It has mines near 
the ports and, by the same sign, near large conSuming centers. 
In the ordinary way of speaking, it should be the rate-making 
line, although there are mines in Pennsylvania no farther from 
the ports than the mines in Ohio served by the Wheeling & 
Lake Erie. There is where the dispute arises, and there, 
were the mines race horses, a horse race, with a definite 
decision possible, would be created, the difference of opinion 
resulting in a horse race existing in a pointed degree. Unfor- 
tunately, however, competition between mines is a continuing 
affair and the race horse rules cannot be applied; hence, 
possible sorrow among Commissioners and others required to 


consider how the minimum rate-making power shall be exer- 
cised, if at all. A. E. H. 


B. & M. REORGANIATION 


The Trafic World Washington Bureau 


Appearance of a plan for the reorganization of the Boston 
& Maine providing for the abandonment of about 1,000 miles of 
line of that system, largely because of motor competition, caused 
the cancellation of a hearing, to be held by the Massachusetts 
commission, December 22, on an application of the Boston & 
Maine for a certificate permitting the abandonment of one of 
that road’s many branches. The thought now is that a number 
of applications for permission to abandon will be consolidated 
and heard by a representative of the federal body, on a day 
to be hereafter announced. The hearing canceled was to have 
been held in finance docket No. 4353, at Boston. 


Cancellation is not a reflection on either the Boston & 
Maine or the Massachusetts commission. It is merely a rec- 
ognition of the fact that, if the owners of the property have 
reached the stage in their negotiations making it desirable for 
them to reveal their plan for reorganization, there is reason 
for a consolidation of applications for permission to abandon 
so that the whole project, in so far as it relates to abandon- 
ment, may be considered at one time. Under the law, of course, 
the Boston & Maine is required to submit an application for 
each particular abandonment project. The law, however, does 
not prevent consideration of a number of abandonment appli- 
cations at the same time. Until a plan for reorganization was 
prepared the Commission could not know that it might be de- 
sirable to consider the applications for permission to abandon, 
in two or three big hearings, instead of a dozen or more small 
ones. . 

Herman Loring, chairman of the Boston & Maine’s execu- 
tive committee, is the author of the plan of reorganization 
given out in Boston, which. provides for the issuance of a gen- 
eral mortgage for $125,000,000, the refunding of $48,000,000 loaned 
by the government to the Boston & Maine at 6 per cent, at a 
lower rate of interest and a later maturity, the abandonment 
of about 1,000 miles of line, because 45 per cent of the mileage 
of the system produces only about 3 per cent of the traffic, 
the exchange of outstanding stock for new issues, including 
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an issue of prior preference 7 per cent stock, the issuance of 
new bonds for old ones and the postponement of maturities. 

The immediate object of the plan is to take care of ma- 
turities falling in, in 1925, 1926 and 1927, and to provide the 
road with about $13,000,000 of cash to put it on its feet. A 
loan of $7,000,000 made by the United States upon the recom- 
mendation of the Commission, less than a year ago, was ex- 
pected to do that. 

The proposal is to go through the reorganization in the 
name of the present corporation, or a new one, if necessary. 

A blanket mortgage of $125,000,000 would about cover the 
present direct obligations of the company. New money would 
have to come from bonds issued under a prior lien mortgage, 
to be issued as suggested “under suitable restrictions, for 
additions and betterments.” 

Formal acknowledgment of the fact that there is a plan 
looking toward the reorganization of its affairs has been made 
by the Boston & Maine in four applications for permission to 
abandon branch lines that have been filed by it since the pub- 
lication of the fact that such a plan has been prepared. In 
each of the applications, it said, the proposed abandonment 
would be “in accordance with a comprehensive plan to reduce 
the proportion of unprofitable mileage.” 

No such announcement is contained in the eight applica- 
tions for permission to abandon promulgated by the Commis- 
sion prior to December 24. The fact that there was such a 
plan was made public by the author of it a few days prior to 
December 24. The four applications relate to branches in New 
Hampshire. 

The first of the four applications in which existence of 
a scheme for the reorganization of the road is acknowledged 
asks for permission to abandon the Bethlehem branch, 3.26 miles 
long, leading to Bethlehem. The second asks for similar per- 
mission respecting the Belmont branch, 4.18 miles long; the 
third relates to the Keene branch from Keenefield to Kenne, 
N. H., 29.35 miles long, and the fourth to the Peterborough 
Railroad, extending from Welton to Greenfield, a distance of 
10.64 miles. 

Many of the branches marked for abandonment lead to 
summer resorts which operate only in the summer time. Pa- 
trons of the hotels at such resorts no longer think of going 
to them in the passenger trains of the Boston & Maine, so 
that even the excuse of summer tourist travel for a continuance 
of the branches has disappeared. Few of the branches ever 
produced enough freight to warrant any hope of a revival of 
tonnage. 

The suggestion published in New England newspapers that 
the Boston & Maine intended to convert its rights-of-way, now 
occupied by branch lines, into highways for motor traffic car- 
ried in its own vehicles is without foundation, so far as official 
records at the Commission are concerned. It is not certain 
the Boston & Maine would be under any obligation to inform 
the Commission if it had any such plan, unless it desired to 
issue securities as a method of raising capital needed to buy 
vehicles or do other work in connection with such a substi- 
tution of kind of service. -On account of the fact that many 
conveyances of land to a railroad corporation contain clauses 
providing for reversion of the land so conveyed in the event 
of non-user for common carrier purpose, it is considered not 
impossible the company may have some scheme of that kind 
in mind in instances where the land occupied by unprofitable 
branches is too valuable to be given up immediately and with- 
out recourse. As a scheme for general application, however, 
that proposal is regarded as not among the possessions of the 
carrier corporation officials. 


ROLLING STOCK ADDITIONS 


Freight cars installed by Class I railroads the first eleven 
months this year totaled 148,831, of which 11,971 were installed 
the month of November, according to reports filed by the car- 
riers with the car service division of the American Railway As- 
sociation. The number installed in the eleven months’ period 
in 1924 was a decrease of 29,014 compared with the corre- 
sponding period in 1923. 

Of the total number placed in service so far this year, box 
cars numbered 67,939; coal cars 47,196 and refrigerator cars 
12,640. The railroads on December 1 had 45,095 freight cars on 
order which included 27,792 box cars; 10,693 coal cars and 3,167 
retrigerator cars. 

Locomotives placed in service in the first eleven months this 
year totaled 1,951, of which 181 were installed in November. 
Class I carriers also had on order on December 1 this year 265 
locomotives compared with 739 on the same day last year. 
These figures as to freight cars and locomotives placed in serv- 
ice include new, rebuilt and leased equipment. 


MODIFIED PROCEDURE DOCKET 


It has been decided to withdraw, from the modified pro- 
cedure docket No. 16343, E. I. Du Pont De Nemours & Co. vs. 
Houston & Brazos Valley et al. The case will be assigned for 
hearing in the regular course. 
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Decisions of Interstate Commerce Commission 





COTTON TO NEW ENGLAND 


The complaint in No. 13736, New Orleans Joint Traffic Bu- 
reau vs. Arcade & Attica, et al., mimeographed, (See Traffic 
World December 20) alleged that the rail-and-water and rail- 
water-and-rail rates on cotton from Oklahoma points to destina- 
tions in the northeastern part of the United States and in east- 
ern Canada, based on New Orleans combinations, were unreason- 
able. The Commission was asked to prescribe reasonable joint 
rates. The complainant sought rates from Anadarko, Okla., to 
northeastern destinations as follows: New York, $1.295; New 
Brunswick, $1.37; Baltimore, $1.48; Boston, $1.485; Buffalo, 
$1.37; and Windsor, Ont., $1.385. The two rates first mentioned 
equal the combination on Galveston. The existing all-rail rates 
from Oklahoma apply on any quantity. The combination rates 
over the rail-and-water routes apply, any quantity, to the gulf 


port, and beyond they are subject to a carload minimum of 


20,000. 


The basis used by the complainant in arriving at the 
measure of the joint rates sought, the Commission said, was 4 
cents under the all-rail rates except where such method produced 
rates higher in amount than the combination on Galveston, in 
which event the Galveston combination would be observed as 
maximum. That exception, the Commission said, was consistent, 
with the contention of the New Orleans interests, urged in this 
and in other cases, that rates to the east on cotton from Okla- 
homa via the two ports should be equalized. The difference of 
4 cents under the all-rail rates was intended, the report said, to 
offset the cost of marine insurance so that the total charges for 
moving the traffic by rail-and-water would be approximately the 
same as by all-rail. ; 

The Morgan line, the report said, was willing to participate 
in the joint rates sought. The originating rail lines, however, 
opposed the prayer, contending the service thereunder was more 
expensive than all-rail service in that the former necessitated a 
handling of the traffic over thé docks at New Orleans and an 
additional handling of the traffic for unloading at New York. 
They pointed out that if the traffic moved from Oklahoma points 
for export the rail carriers got their full locals to the port and 
urged that there was no justification for a lower rate if the traffic 
were consigned to New York or other eastern destinations. The 
Commission pointed out, however, that the divisions that might 
be made of the joint rates sought were not an issue in this pro- 
ceeding. 

Both complainant and defendants agreed that the issue in 
this case was the same as was then pending in Houston Cotton 
Exchange vs. Arcade & Attica, since decided, January 23, 1924, 
in 87 I. C. C. 392. 

Following that case and upon its record, the Commission 
said, it was of the opinion and found that it was desirable in 
the public interest, that the defendants should establish joint 
rail-and-water and rail-water-and-rail rates on cotton from Okla- 
homa points to destinations in New England, and that the exist- 
ing rates for such transportation were, are, and for the future 
would be unreasonable to the extent that they exceeded or may 
exceed rates constructed by the deduction of 4 cents from the 
present all-rail rates. 

No order was issued but the defendants, it was said, would 
be expected to comply with the findings within 90 days from the 
service of the report, failing which the matter, the Commission 
said, might again be brought to its attention. 


RAILWAY EQUIPMENT CASE 


In a mimeographed report in No. 12066, construction and 
repair of railway equipment, the Commission has found that 
(1) the cost of repairs to locomotives and cars of the: respond- 
ent, Erie Railroad, at outside shops in 1920, 1921, 1922 and 
1923, was greatly in excess of the cost of similar work in re- 
spondent’s own shops, and that (2) a large part of such excess 
costs waS an unreasonable expenditure for the maintenance 
of equipment, and not in the interest of efficient and economical 
management as required by section 15-a of the interstate com- 
merce act. (See Traffic World, Dec. 20.) 

Chairman Hall, dissenting, said: “For reasons sufficiently 
indicated in my expression appended to Construction and Re- 
pair of Ry. Equipment: A. C. L. R. R. Co., 66 I. C. C. 727 at 
731, I take no part in the conclusions here reached.” Com- 
missioner Cox noted a dissent. 

Taking up a contract the respondent entered into with the 
Baldwin Locomotive Works for the repair of locomotives on 
a cost-plus basis, under which eight locomotives were repaired, 
the Commission found that the total cost of the repairs was 
$267,395.59, and that, compared with the cost of substantially 
Similar repairs on the same class of engines in respondent’s 


shops, the total excess cost of the contract repairs was $172,- 
361.23. Respondent contended that, under the circumstances, 
the repair of the engines at Baldwin’s was necessary, although 
the cost was more than it would have been under normal con- 
ditions in its own shops. It said the general run-down condi- 
tion of the motive power and increasing demand for motive 
power, due to the heavy movement of traffic, were the two 
factors which contributed principally to the necessity for out- 
side repairs. It said the condition of its locomotives had 
progressively deteriorated in the period of federal control. The 
Commission reached the conclusion, however, that the engines 
could have béen repaired at less cost in the Erie’s shops. Other 
repair jobs discussed in the report and the findings follow: 
Repairs on 45 so-called “Russian” decapod locomotives, cost 
$304,466.17; excess cost, $35,177.70; on 106 locomotives, cost, 
$3,157,500.60; excess cost, $2,311,725.83. 


“The cost of repairs to many of the locomotives was greatly 


in excess of the cost of similar new locomotives,” the Com- 
mission said. 


The report said the total cost of “six locomotives repaired 
at the Staten Island Shipbuilding plant was $213,604.25, while 
the reproduction cost new of similar locomotives as $183,257.60; 
the total cost of repairs to nine of the eleven locomotives re- 
paired at the McMyler-Interstate plant was $404,432.61, while 
the reproduction cost new of similar locomotives was $183,257.60; 
the total cost of four of the nine locomotives repaired at the 


Austin machinery plant was $170,775.72, while the reproduction 
cost new was $154,496.” 


In conclusion, the Commission said: 


Respondent states that the contracts subsequent to July 1, 1922, 
were the direct result of the shopmen’s strike. It states that, after 
failing in an attempt to make an individual settlement with its men, 
it manned its shops in the best possible manner; that the output of its 
shops would not take care of the increasing demand for power; that 
the supply of serviceable power is diminishing; and that it investi- 
gated every outside shop on its line that possessed a potential power 
of making repairs, and induced these shops to enter into contracts 
for repairing its equipment. 

_ None of these contractors, except the Baldwin, American, and 
Lima companies, had repaired locomotives. The Baldwin and Amer- 
ican plants were better equipped to perform repair work but were 
said to be unable to accept all the repair work offered at that time by 
the various carriers. Respondent states that new locomotives were not 
available; that it was necessary to furnish an uninterrupted flow of 
transportation; and that the management considered no expense too 
great to maintain transportation. Respondent made a settlement with 
its striking shopmen as of September 28, 1922. 

the 96 locomotives sent by respondent to outside shops after 
July 1, 1923, three went out during July, 44 during August and the 
first half of September, 20 during the latter part of September, and 
29 subsequent to October 1. It is to be noted that several of these 
locomotives had been out of service since the early part of 1922. Past 
experience had shown respondent that it could not get repairs done as 
quickly in outside shops as in its own. None of the locomotives were 
turned out of shop and delivered to respondent until after the end of 
the strike. Two were delivered in October, five in November, 19 in De- 
cember, 13 in January, 19 in February, 15 in March, 14 in April, five in 
May, three in June, and one in July. Of the 106 locomotives repaired, 
37 were stored in serviceable condition shortly after their return 
from the repair shop for several months, and several were still in 
storage on December 31, 1923. Respondent states that it handled a 
large volume of business during the next few months due to condi- 
tions on other roads, and that its employees not only made the normal 
repairs but performed their work so efficiently that it was able to 
ears = 4 in serviceable condition in the summer of 1923 over 200 loco- 
motives. : 

Clearly, economy and efficiency of operation were disregarded in 
making new contracts and in sending out additional locomotives while 
negotiations were being conducted for a final settlement with its 
striking employees during the latter part of September. Negotiations 
were concluded during the latter part of the month and the strike 
terminated effective September 28, 1922. However, during the last half 
of September, respondent made new contracts and sent out 20 locomo- 
tives to outside shops for repairs. ‘Two locomotives went to the 
MecMyler-Interstate plant on September 27; seven to the Baldwin plant 
during the latter part of September; and the first five under the 
Austin Machinery Company contract on September 18 and 20. The 
first three locomotives repaired at the Staten Island plant were de- 
livered on September 18 and the two others on September 24, Arrange- 
ments were apparently made with this concern on the first-named 
date, as the written contract was dated October 25, 1922. The con- 
tract with the Buffalo Machine & Iron Company was not executed 
until September 18, and the first locomotive went to its shop on Sep- 
tember 28, 1922. 

Although the strike was settled as of September 28, 1922, and re- 
spondent’s employees returned to work, respondent continued to pay 
excessive amounts for repairs to its locomotives in outside shops 
even though it could have employed almost an unlimited number of 
skilled workers. Subsequent to October 1, 1922, 29 locomotives were 
sent to outside shops for classified repairs, and certain additional con- 
tracts were entered into. Respondent states, however, that it desired 
its equipment to be repaired as soon as possible, and that it felt 
morally obligated to send further repairs to the contract shops. The 
contract with the Devine plant was not made until November to 
cover two locomotives that went into that plant on October 12 and 
17; and all of our locomotives under the Ferguson Allan contract were 
delivered to that shop during October and November. The one loco- 
motive repaired by the American District Steam Company was de- 
livered to it on October 12, and the written contract was not made 
until November. 

During October, 17 locomotives were sent to, and received classi- 
fied repairs in, outside shops, at a total cost of $445,897.88, while the 
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cost of performing like repairs to similar locomotives in respondent’s 
shop was $95,181.56, or an excess cost of $348,716.32. During Novem- 
ber and February, 12 locomotives were sent out and received classi- 
fied repairs at a total cost of $492,679.80, while the cost in respondent’s 
shops for similar work was $99,461.23, or an excess cost of $393,218.57. 
Thus the total excess cost for classified repairs on the 29 locomo- 
tives sent out after October 1 was $741,934.89. 

Our criticism here is not directed to the fact that the equipment 
was sent to outside shops, but to the unreasonable and excessive costs 
for such repairs at such shops. Clearly, the excessive cost for repairs 
on those locomotives sent to outside shops prior to July 1, 1922, and 
subsequent to September 15, 1922, were not incurred in the interest 
of efficient and economical management. There is also grave doubt 
as to the immediate necessity for sending out equipment for repairs 
during the period from July 1 to September 15, 1922, and certain facts 
should be pointed out bearing on the wisdom of respondent’s action 
in so doing. There was no greater demand for power during this 
period than during the early part of 1921 when certain of respondent’s 
shops were closed for intervals of from one to three months. As a 
general policy respondent reduced its shop forces during periods of 
depression, resulting in a like reduction in the output of repairs. Past 
experience had demonstrated that the locomotives sent out would 
not be, and in fact were not, a vailable for service for several months. 
Respondent’s witness, however, gives as an additional reason for send- 
ing its equipment to outside shops that such action helped to settle 
the strike. Assuming, however, that the resort to outside shops was 
necessary during this period, the great variation in the overhead 
charges in the contracts executed at about the same time indicates 
a disregard of efficiency and economy.in management, and respondent 
has not justified the tremendous increase in costs nor the extraor- 
dinary allowances for overhead which to a great extent made up 
such excessive costs. The record compels us to regard these expen- 
ditures as improvident. 


CARBOY RATING INCREASED 


The Commission, in a mimeographed report on I. and §S. 
No. 2230, carboys, returned empty, in Western Classification 
territory, has found justified proposed increased rating on acid 
carboys, returned empty, from and to points in Western Trunk 
Line territory. It has vacated its suspension order and discon- 
tinued the proceedings. 

At present acid carboys of the kind and condition indicated 
take one-half of fourth class from points on and west of the 
Missouri river to points east thereof. The proposal was to 
increase the rating from one-half to full fourth class. Full 
fourth class is the rating from points east of Missouri river to 
Chicago and other points east of the Mississippi. The applica- 
tion of the one-half of fourth rating, by means of an exception 
to the classification, the carriers said, was wider than they had 
intended. They added that, as applied, the half rating resulted 
in fourth section departures and that the schedules under sus- 
pension, if allowed to become operative, would remove those 
departures. The carriers said that acid carboys were not de- 
sirable freight and that they could not be handled as expe- 
ditiously or as cheaply as other returned empty containers. 

The Commission said that the proposed rating, which would 
be the same as that in effect in Western Trunk Line territory 
east of the Missouri, did not appear to be unreasonable. It said 
it had not been shown that it would result in any undue preju- 
dice or preference. 


RETURNED EMPTY CONTAINERS 


A finding of unreasonableness and an award of reparation 
have been made in No. 15655, Fitger Brewing Company vs. 
Duluth, South Shore & Atlantic et al., mimeographed, as to the 
charges collected on less-than-carload shipments of cases and 
casks containing empty bottles returned from Saxon, Wis., and 
Herman and Hancock, Mich., to Duluth, Minn., between May 
and November, 1920. Fourth class was collected. The Com- 
mission found the charges unreasonable to the extent they ex- 
ceeded those that would have accrued at one-half fourth class. 


COTTON SWEEPINGS CASE 


The Commission has dismissed No. 15336, California Cotton 
Mills Company vs. Southern Ry. Co. et al., mimeographed, on 
a finding that charges on cotton factory sweepings and cotton 
twine, in carloads, from Uniontown, Ala., to Pacsteel, Cailif., 
between October 25, 1921, and January 26, 1922, were not un- 
reasonable. The Commission said the record indicated that con- 
siderably greater weight could have been loaded into the cars 
than was loaded. It said the test was “what can ordinarily be 
done,” citing Briggs & Turivas vs. Director-General, 61 I. C. C. 
363, in support of that. 


AUTOMOBILE WHEEL RATES 


The Commission has dismissed No. 15293, Bimel Spoke & 
Auto Wheel Company vs. Lake Erie & Western et al., mimeo- 
graphed, on a finding that rates on automobile wheels, without 
hubs, tires, or ball or roller bearings, carloads, from Portland, 
Ind., to Los Angeles, San Francisco, Tacoma and Seattle, are 
not unreasonable, unjustly discriminatory or unduly prejudicial. 


VEHICLE MATERIAL RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates have been made in No. 15706, 
Fort Smith Rim & Bow Company vs. Kansas City Southern et 
at., mimeographed, as to rates and charges on wooden agricul- 
tural implements, sleigh and vehicle material, carloads, from 
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Fort Smith, Ark., to Boise, Ida., and other destinations in Idaho 
Oregon, and Montana. The Commission also found the rates 
unduly prejudicial. The finding was that the rates were, are 
and for the future will be unreasonable and unduly prejudicia] 
to the extent they exceeded, exceed or may exceed rates con- 
temporaneously maintained from St. Louis on like commodities 
to the same destinations. Rates on the St. Louis basis were 
ordered to be established not later than March 5. 


SEED ENVELOPE REPARATION 


Reparation has been awarded in No. 15267, Galloway Lith- 
ographing Company vs. Southern Pacific et al., mimeographed, 
on a finding of unreasonableness as to the rates charged on 
seed envelopes in less than carloads, from San Francisco, Calif, 
to Sabetha, Kans. The shipments moved from San Francisco 
and charges were collected at a rate of $4.6614 prior to July 1, 
1922, and $4.20 thereafter. Reparation was sought to the basis 
of $3.3314 on shipments prior to July 1, 1922, and $3.00 on ship- 
ments made thereafter. They were the rates contemporaneously 
in effect in the reverse direction. The Commission found the 
rates applied unreasonable to the extent they exceeded those in 
the other direction. 


ANTHRACITE CASE DISMISSED 


The Commission has dismissed No. 15624, Goodrich Broth- 
ers Hay & Grain Company vs. C. C. C. & St. L. Ry. Co. et al, 
mimeographed, finding the rate applicable on two carloads of 
anthracite coal shipped from West Nanticoke, Pa., to Ingalls, 
‘Ind., in August, 1920, not unreasonable or otherwise unlawful. 
The complaint alleged the rate was unjust, unreasonable, un- 
justly discriminatory, unduly prejudicial and in violation of the 
long-and-short haul part of the fourth section. A rate of $3.30 
to Cleveland, and 1714 cents per 100 pounds beyond, was col- 
lected. Subsequently refund was made to the basis of $4.30. 
The Commission said a combination of rates of $3.30 to Cleve- 
land and a distance rate of $2.14 per net ton was applicable on 
the shipment. The railroads sued and the complaint was filed. 
The Commission said the record did not afford a basis for a 
finding of unjust discrimination or undue prejudice. It said 
there was no violation of the fourth section. 


RICE REVISION ORDERED 


A revision of rates on clean rice, not later than March 23, 
has been ordered in No. 13513, Stuttgart Rice Mill Company et 
al. vs. Albama & Vicksburg et al., opinion No. 10004, 93 I. C. C. 
517-33, written by Commissioner McManamy.. The Commission 
said rates on clean rice, carloads, from milling points in Arkan- 
sas to specified destinations in central, southern and western 
territories were unreasonable and unduly prejudicial. It said 
rates from those points of origin to western termini or trunk 
line territory were not unreasonable, but unduly prejudicial. 
It said that the rates from the complaining Arkansas milling 
points in Oklahoma were neither unreasonable nor unduly 
prejudicial. 

The complainants were millers at Stuttgart, DeWitt, Lonoke, 
Carlisle and Wheatley, Ark. They alleged the rates on clean 
rice, in carloads and less-than-carloads, to all destinations east 
of the Missouri and Mississippi rivers were unjustly - discrimi- 
natory and unduly prejudicial as compared with corresponding 
rates from New Orleans, Memphis and interior Louisiana. 

Since the filing of the complaint, Mr. McManamy said, there 
had been a revision to points in Ohio, Indiana, Illinois, Wis- 
consin, Michigan, Minnesota, Iowa and the Dakotas, which, 
although not entirely satisfactory, was accepted by the com- 
plainants. Thereupon that part of their complaint was aban- 
doned. Mr. McManamy discussed each feature of the matter 
separately and then summarized the findings as follows: 


As previously pointed out, the rice adjustment from all compet- 
ing points, but especially from Arkansas points as compared with 
New Orleans and interior Louisiana, has materially changed since 
our decision in Lake Charles Rice Milling Co. v. A. & N. Ry. Co., 
supra. The present record clearly shows that many of the rates 
assailed are unreasonably high and unduly prejudicial to Arkansas 
shippers and unduly preferential of mills located at competing points. 

The Memphis intervener insists that the present manner of mak- 
ing rates to points in southern territory from Arkansas based over 
Memphis is proper and that the present proportional rate to Memphis 
is already too low. The New Orleans intervener urges that the 
present adjustment be not disturbed. “It also contends that while the 
rates from New Orleans are relatively much lower than from the 
Arkansas points, they are not used to any appreciable extent. It 
states that through rates from interior Louisiana to ultimate destina- 
tion are in most cases used by New Orleans interests in connection 
with transit arrangements. 

The adjustment wholly lacks any semblance of uniformity. A 
consistent and reasonable structure can not be constructed by relat- 
ing the rates from Arkansas points to either Memphis, New Orleans, 
or interior Louisiana. If the rates are based on Memphis they would 
be out of line with New Orleans and Lake Charles; and if based 
on New Orleans they would be improperly related to Memphis. A 
comprehensive comparison of the present rates with those which 
would result under complainants’ proposed scales leaves no doubt 
that the rates under those scales, even if differences in rate levels 
and transportation conditions in the various territories could be 
disregarded, would in most instances be much too low. 

The Arkansas mills are entitled to reasonable and nonprejudicial 
rates and the evidence shows that the carriers in making rates have 
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largely ignored distances in an effort to somewhat equafize conditions. 
The right of complainants to the natural advantages of their geo- 
graphical location can not be taken away from them by rate adjust- 
ments and the wide differences in distances between the various fields 
io common destinations must be recognized. 

Upon a consideration of all the facts of record, we are of the 
opinion and find that on clean rice, in carloads, from points in 

sas: 
= The rate to New Orleans is not unreasonable, but that the 
local rate to Memphis and the rate to Vicksburg are, and for the — 
future will be, unreasonable and unduly prejudicial to the extent they 
exceed 22 and 32 cents, respectively. 

2. The rate to Cairo, Ill., is not unreasonable, but that the rates 
to the points named below are, and for the future will be, unreas- 
onable and unduly prejudicial to the extent they exceed the following, 
in cents per 100 pounds: 





ie DE I, UN Tio koscewcceen teeneweeawions 41 cents 
TO I, Bees 5'6 006. or easis ecw ee eeeewmns 45 cents 
To Terre Haute, Ind ..49 cents 
pe ar ee 50 cents 


8. The rates to the representative points enumerated below in 
southern territory and in Missouri, Kansas, and Nebraska are, and 
for the future will be, unreasonable and unduly prejudicial to the 
extent they exceed the following, in cents per 100 pounds: 


To— Cents To— Cents 

Rate Rate 
ee OT ee 63 Dartmncen, S.C. iesscescces 66 
DRONMIOUE, TIS s 06:60. occccceieremen 53 MARSVING, Ihe Cy s0c-cessécceviecs 57 
Greemenare, I. Cu. o...0000s e000 65 


eS Sere 
Nashville, Tenn.......... - 
WHIBtOl, “ECU vo:0:08:000:0' 

Chattanooga, Tenn ee 
GrocnwOOG, MISE. ..6scceccese 
GLGCHVINS, MBE. ..0000scccccewe 


Goldsboro, N. C. 
Poplar Bluff, Mo 
Weat Piaing, Mo... 

SPPINSNSIG, BIO... 1. 0-0ccccs eee 
a | ane 





Birmingham, Ald... <cccv2~0see Coffeyville, Tans. ...ccccoces 45 
RR Se acos:e «ores ecresieraesieies PICEBDUER,, TANG... .sc-0:0.0.00:6000%8 49 
Montgomery, Al@....ccccceses TOROEE, TOME. occcecccscccees 56 
ONE) NIN wie. 4:0.5.01egibiee 4:erelcre.us ree 61 
IE SEiniso 05s rccseswnenews Dedge City, Kans. 2.000000 65 
WAVCIORE,, GOs ic cesesecceseees FERRER, TIGUE... 6.<i0:0:000:5.0:00000 67 
PS a ae 2 eee 57 Grand Island, Nebr. ........ 69 
Granmepursg, &. Cy. ceccicccaccsd 64 MeOGrney,, DICOT.. <ccesvccewcees y fi | 


The record is not sufficiently complete to enable us to determine 
the rate which should apply to each point in the destination territory. 
Defendants will be expected to revise the rates, in addition to those 
specifically prescribed, from the Arkansas points to points in Missouri, 
Kansas, and Nebraska, and to points in southern territory, except 
Virginia and Florida, wherever necessary to accord with the specific 
rates herein found reasonable. The rates prescribed will be used 
as a guide and rates graded in at intermediate points giving due 
regard for distance. 

The rates to points named below are not unreasonable but 
are, and for the future will be, unduly prejudicial as follows: 


To— To extent they exceed 
termini of 


Western trunk-line 

AETTILONY 2 0cccccccccsesccvcccceces 5 cents under the New Orleans rates 
Kansas City and Moberly, Mo..... 11 cents under Lake Charles rates 
Omaha and Fremont, Nebr........ 10 cents under Lake Charles rates 


The rates from New Orleans, Memphis, and interior Louisiana 
should be revised where necessary to reflect a consistent adjustment 
in harmony with these conclusions. 


_ Commissioner McChord dissented, but did not write his 
views. 





INTERNATIONAL PAPER RATE 


; A finding of unreasonableness and an award of reparation, 
with an admonition to the carriers to publish a lower rate, have 
been made in No. 15034, Ontario Paper Company, Ltd., et al. vs. 
Canadian National Railways et al., mimeographed, as to a rate 
of 33.5 cents and the charges thereunder, on newsprint paper, 
from Thorold, Ont., to New York. It is a joint rate. The Com- 
mission found it unreasonable to the extent it exceeded 32 cents 
Prior to July 1, 1922, and 29.5 cents since that time. It said 
the rate for the future would be unreasonable to the extent it 
might exceed 29.5 cents. The complainants other than the pa- 
ed company are subsidiaries of the Tribune Publishing Com- 

any. 

No order was issued. The Commission said it might be as- 
Sumed that the Canadian National and the carriers in the United 
States could agree upon a division of the rate held by it to be 
reasonable. It therefore held open the question for 90 days in 
order that the subject might receive consideration if the joint 
rate was not established. 

The Canadian National did not participate in the case. Its 
seneral freight traffic manager, the Commission said, notified 
the parties that it would not participate in any reparation that 
might be awarded but would be glad to participate in a joint 
rate of either 28 or 29.5 cents. The 28 cent rate mentioned by 
it was the one for which the complainants were contending on 
the ground that it measured uf with other rates in that general 
territory, the Niagara frontier territory. The Commission, how- 
ever, in saying that 29.5 cents would be the reasonable rate 
based its decision on the fact that 29.5 cents would be the old 
commodity rate of 20 cents on newsprint paper between Chi- 
cago and New York, inflated and deflated in accordance with 
the general changes in rates since 1914, after the application of 
the percentage formula used in applying’ the New York-Chi- 
cago measuring rate, Thorold being in 78 per cent territory. 

The Commission did not say there was a disagreement be- 
tween the Canadian National and the United States carriers 
but indicated that that was the situation. It pointed out that in 
the winter of 1921-1922, the Canadian road proposed to its 
United States connections that they concur in a joint rate of 
31 cents instead of the contemporaneous 37 cent rate, but with 
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a larger division to itself than it was receiving under the higher 
rate. The question was discussed, publicly, in the railroad as- 
sociation having jurisdiction but the assent of American car- 
riers was not obtained. Since that time, the Commission said, 
the matter had been considered by committees representing the 
American carriers but no conclusion had been reached. 

The Commission went into the question of rates from the 
surrounding territory, on commodities other than newsprint, at 
considerable length. It also discussed newsprint rates at even 
greater length, with the result that it came to the conclusion 
that a rate of 29.5 cents would be reasonable. 

The point was made, in connectio with the matter, that the 
Commission could only consider the money received or about to 
be received for the services rendered or to be rendered in the 
United States. It held that the reasonableness of the joint - 
rate, as a whole, had to be considered. It said it did not appear 
necessary that it should now prescribe a separate rate for the 
future for that portion of the transportation which was in the 
United States. It said that on the question of reparation the 
International Nickel case, 66 I. C. C., 627, and later cases, was 
controlling. al : ; 

Chairman Hall, in a dissent, said the Commission, in using 
the old 20 cent commodity rate that was in existence at one 
time between New York and Chicago as the measure for a rate 
for the future, was using a dead rate and disregarding live rates 
on which traffic was moving and which showed the rate not 
unreasonable. He said the complaint should have been dis- 
missed. 





COMMISSION ORDERS 


The Commission’s proceeding in 15045, E. Fernandez & 
Company vs. Southern Pacific Co. of Mexico et al., has been 
reopened for further hearing. 

The Ohio Farm Bureau Federation and the Ohio Farm 
Bureau Service Company have been permitted to intervene in 
No. 16494, the National Fertilizer Association vs. A. C. & Y. 
Ry. et al. 

" The Commission’s orders entered October 14 in No. 14106 
(and cqgnsolidated cases), Sterling Salt Company vs. Ann Arbor 
R. R. et al., by their terms effective January 23, 1925, have been 
modified so as to become effective March 23, 1925. 


The Atlas Portland Cement Company’s Chicago Shippers’ 
Conference Association and the Fifth and Ninth Districts Coal 
Traffic Bureau have been permitted to intervene in No. 16340, 
Illinois Coal Traffic Bureau vs. Alton & Southern R. R. et al. 

The Fifth and Ninth Districts Coal Traffic Bureau and the 
West Kentucky Coal Bureau have been authorized to intervene 
in No. 16398, Illinois Coal Traffic Bureau vs. Santa Fe et al. 

The Commission has modified its order of October 14 in 
No. 9702, Memphis-Southwestern Investigation, and cases con- 
solidated therewith, requiring the maintenance of a carload 
minimum weight of 45,000 pounds on salt, so as to make it 
become effective March 23, 1925, instead of January 23. 

The Commission has modified its order of October 17 in No. 
14960, Freehold Lumber Company vs. C. & O. Ry. et al., so as to 
permit the defendants to establish rates in compliance there- 
with upon one day’s notice. ; 

The Chesapeake & Ohio Railway Company has been per- 
mitted to intervene in Finance Dock No. 3471, in re securities 
of the Coal River & Eastern Railway Company. 


SUSPENDED TARIFFS 


In I. and S. No. 2289, the Commission has suspended from 
December 20 until April 19, schedules as published in supple- 
ments Nos. 29 and 6 to Jones’ I. C. C. Nos. 1373 and 1546, re- 
spectively. The suspended schedules propose to cancel transit 
privileges on grain and grain products at Chicago, Chicago 
Junctions, Peoria, and Pekin, Ill., moving under proportional 
and reshipping rates from East St. Louis, Alton, Granite City, 
Madison, Venice, Peoria and Pekin, Ill., and St. Louis, Mo., to 
points in Central Freight Association, Trunk Line and New 
England territories. 


In I. and S. No. 2290, the Commission has suspended from 
December 20 until April 19, schedules as published in Chicago 
Great Western I. C. C. No. 5152. The suspended schedules pro- 
pose to establish through rates on grain and grain products, 
carloads, from points in Iowa, Minnesota and Missouri on the 
Chicago Great Western Railroad to points in Texas applicable 
via Kansas City, Mo., which are lower than the present ap- 
plicable combination rates. The following is illustrative: 


Corn, carloads, to Fort Worth, Tex., from Mason City, Ia., pres- 
ent, 54.5; proposed, 48.5; to Fort Worth, Tex., from Irwin, Ia., pres- 
ent, 53.5; proposed, 48.5. 


In I. and S. No. 2291, the Commission has suspended from 
December 20 until April 19 schedules as published in Leland’s 
I. C. C. No. 1718. The suspended schedules propose to make 
increases in the rates on grain and grain products from points 
in central and western states to El Paso, Texas, group points. 
The following is illustrative: 
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Corn, carloads, to Sanderson, Tex., from Greeley, Colo., present, 
63; proposed, 83%. 


In I. and S. No. 2292, the Commission has suspended from 
December 23 until April 22 schedules as published in supple- 
ment No. 5 to St. Louis-San Francisco I. C. C. No. 8342. The 
suspended schedules propose to increase the commodity rates 
applicable on sand, carloads, between Kansas City, Mo., group 
points and Springfield, Mo. The following is illustrative: 


From Kansas City, Mo., to Springfield, Mo., present, 149; pro- 
posed, 166. 


In I. and S. No. 2293, the Commission has suspended from 
December 24 and later dates until April 23 schedules as pub- 
_ lished in supplements Nos. 31 and 32 to Glenn’s I. C. C. No. 
A-376 and in supplements Nos. 8 and 9 to his I. C. C. No. A-471. 
The suspended schedules propose to make restrictions in the 
available routes applicable in connection with rates on lumber 
and other forest products, carloads, from points on the Central 
of Georgia Ry. to destinations in Central Freight Association 
and Trunk Line territories. These changes would result in 
the cancellation of numerous routes via Kenova, W. Va., EIkK- 
horn City, Ky., Roanoke, Va., and St. Paul, Va. 

In I. and S. No. 2294, the Commission has suspended from 
December 26 until April 25 schedules as published in Charles- 
ton & Western Carolina I. C. C. No. A-845. The suspended sched- 
ules propose to cancel specific commodity rates on lumber and 
other forest products, carloads, from points in South Carolina 
on the Hampton & Branchville Railroad Company to Knoxville 
and Chattanooga, Tenn., and related points, which, in the ab- 
sence of through rates, would result in the application of com- 
bination rates in lieu thereof. The following is illustrative: 

To Knoxville, Tenn., from Crocketville, S. C., present, 20; pro- 


posed, 29%; to Knoxville, Tenn., from Miley, S. C., present, 20; 
proposed, 30%. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Seaboard Air Line to 
issue refunding mortgage bonds in an amount, which, when 
taken at their fair market value at the time of pledging, will 
not exceed $1,023,255, the bonds to be pledged under the ap- 
plicant’s first and consolidated mortgage. The company was 
also authorized to procure authentication and delivery of 
exceeding $1,082,000 of first and consolidated mortgage befds, 
series A; and to pledge and repledge, from time to time, that 
issue of $1,082,000 of bonds and $446,500 of a similar kind of 
bonds now in the Seaboard’s treasury, as collateral for short 
term notes. 

Authority has been given the Wabash to assume obligation 
and liability in respect of $4,391,000 of Wabash equipment trust 
certificates, consisting of $1,826,000 of series D and $2,565,000 
of series E, to be issued by the Bank of North America Trust 
Company, and sold at not less than 98.8 of par. 

The Commission has authorized the Chicago, Rock Island 
& Pacific to sell $1,000,000 of first and refunding mortgage 
gold bonds-at not less than 84.5 per cent of par and accrued 
interest, the money to be derived from the sale to be applied 
to the payment of a loan from the United States. 

The Houston & Texas Central has received authority from 
the Commission to construct an extension of a line in Dallas 
county, Texas. Its request to retain excess earnings has been 
denied. 

The Commission has authorized the Chesapeake & Ohio 
to acquire control, by lease, of the Ashland Coal & Iron Rail- 
way Company, the Long Fork Railway Company, and the Mill- 
er’s Creek Railway Company. 

The Akron, Canton & Youngstown has been authorized to 
issue $382,700 of first mortgage 6 per cent gold bonds to be sold 
at not less than 97% per cent of par and accrued interest. 

The Atlantic Coast Line has been authorized to acquire and 
operate a line of railroad in Nash, Franklin and Wake coun- 
ties, N. C., extending from the end of a branch line of the A. 
C. L., at Spring Hope, to a point near Rolesville, including a 
spur track about three miles long from the end of the line to a 
granite quarry. The total distance of the line is about 22 miles. 


FINANCE APPLICATIONS 


Twelve subsidiaries of the Atchison, Topeka & Santa Fe 
have applied to the Commission for authority to execute first 
mortgages and to issue first mortgage gold bonds to be deliv- 
ered to the Atchison, Topeka & Santa Fe at par in satisfaction 
of indetbedness. Only one of the applicants—the Gulf, Colo- 
rado & Santa Fe—is at present an operating company. The 
names of the subsidiaries and the amounts of the proposed 
bond issues follow: Gulf, Colorado & Santa Fe, $19,080,000; 
Barton County & Santa Fe, $800,000; Gulf, Beaumont & Great 
Northern, $400,000; Concho San Saba & Llano Valley, $615,000; 
Salina & Santa Fe, $579,000; Eldorado & Santa Fe, $3,500,000; 
Cane Belt, $1,000,000; Texas & Gulf, $779,000; Santa Fe & Los 
Angeles Harbor, $1,600,000; Minkler Southern, $2,500,000; Gulf 
& Interstate, $200,000; North Texas & Santa Fe, $2,200,000. 
Each of the companies named will issue. one bond for the 
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amount stipulated in each case, bearing 6 per cent interest. 
The bonds will be dated July 1, 1924, and mature July 1, 1958 
and be redeemable at par on any interest payment date at 
the expiration of 10 years. 

The Reading Company has applied for approval of an 
issue of $8,000,000 of equipment trust certificates in connection 
with the acquisition of equipment at a cost of $10,000,000. The 
equipment will include 40 locomotives of various types, anq 
various types of freight cars, passenger cars, car floats, barges 
and ferryboats. 

The Kansas City Southern has applied for authority to 
guarantee the payment of the principal and interest of an issue 
of $500,000 of first mortgage bonds of the Port Arthur Canal & 
Dock Company. The bonds will be issued in connection with 
indebtedness of the dock company to the Kansas City Southern. 
The bonds have been sold to Ladenburg, Thalmann & Co., of 
New York City, at 9634 and accrued interest. 

The Great Northern has applied for authority to assume 
obligation and liability in respect of $4,250,000 of equipment 
trust certificates to be issued by the First National Bank of 
New York City as trustee. The carrier asked that the order 
authorize sale of the certificates at not less than 96 per cent 
of par in case the dividend rate was fixed at 414) per cent, or at 
not less than 94 per cent in case the dividend rate was 44 
per cent, plus any accrued dividends. 

The Seaboard Air Line has applied for authority to issue 
and sell $3,390,000 of 5 per cent equipment trust certificates 
that have been sold to Freeman & Company of New York, sub- 
ject to the approval of the Commission, at 98.25 of their face 
amount. 

Additional companies whose lines are leased by the Atchi- 
son, Topeka & Santa Fe have applied for authority to issue 
bonds to the Santa Fe for indebtedness to that company. The 
companies and the amounts of the bonds follow: Buffalo North- 
western, $1,200,000; Jasper & Eastern, $1,425,000; South Plains 
& Santa Fe, $1,100,000; Rio Grande, El Paso & Santa Fe, $230,- 
000; Dodge City & Cimarron Valley, $3,100,000; Oil Fields & 
Santa Fe, $830,000; Osage County & Santa Fe, $1,200,000. 


EXPRESS RATE CASE 


State commissions will intervene in the equity suit brought 
by western and southern railroads in the United States Dis- 
trict Court at St. Paul to enjoin so much of the Commission’s 
express rate order in No. 13930, Express Rates, 1922, as re- 
quires reductions in present zones 2, 3, 4 and 5 (see Traffic 
World, Dec. 138, p. 1302). 

Representatives of the state commissions of California, 
Colorado, Iowa, Kansas, Minnesota, Nebraska, Nevada, Okla- 
homa and South Dakota met at Denver last week to consider 
the action taken by the railroads, with the result that resolu- 
tions were adopted providing for intervention. Representatives 


of interested organizations of shippers also attended the con- 
ference at Denver. 


The hearing on the application for a temporary injunction 
has not yet been set, but application by the railroads, assented 
to by the government, has been made for a hearing thereon 
at St. Paul on January 16 or 17, according to John E. Benton, 


general solicitor of the National Association of Railway and 
Utilities Commissioners. 


The resolutions adopted at the Denver meeting follow: 


_ Resolved, That it is the sense of this conference that interven- 
tion shoufa be made on behalf of interested state commissions in the 
equity suit brought by western and southern railroads in the United 
States District Court at St. Paul in the express rate case; and that 
the co-operation of interested organizations of shippers in the carry- 
ing forward of such intrevention and in defense of the order attacked 
be invited; 

Resolved, That it is the sense of this conference that counsel 
who have heretofore represented state commission interests in the 
express rate proceedings before the Interstate Commerce Commission 
be requested to act as counsel in such intervention suit or suits, and 
that all those who aided in the presentation of evidence on behalf of 
state commissions before the Interstate Commerce Commission be 
asked to co-operate with such counsel, so far as they may be re- 
quested, in preparation for hearings in said suit, and that the com- 
missions with which they may be connected be requested to make 
necessary arrangements therefor; 

Resolved further, That the chairman of this conference, directly 
or through such committee as he may now or hereafter see fit to 
appoint, be unthorized to take such action as may be necessary to- 
ward the raising of funds requisite to meet the expense of such in- 
tervention, so far as the same shall not be otherwise provided for; 
and that it be suggested to the several interested state commissions 
that they take such steps as they deem advisable to secure proper 


contributions from interested organizations of shippers toward such 
expense. 


FINAL VALUATION REPORT 


In Valuation Docket No. 324, Nevada Northern Railway 
Company, opinion B-31, 84 I. C. C. 523-36, the Commission has 
found the final value for rate-making purposes of the property 
of the Nevada Northern, owned and used for common carrier 
purposes, as of June 30, 1917, to be $3,404,900. The carrier re- 
ported that, in the period from July 1, 1917, to December 31, 
1923, both inclusive, there had been a net decrease of $226,- 
217.91 in the original cost of the property. 
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/ DRASTIC SOUTHWESTERN REVISION™ 


A revision of class and commodity rates in the southwest 
that would carry with it destruction of state rate structures 
and probably the long established method of making rates to 
that part of the country, from defined territories by means of 
arbitraries over St. Louis, has been proposed by Attorney 
Examiner W. A. Disque, in a report on No. 13535, Corporation 
Commission of Oklahoma vs. Aberdeen & Rockfish and seven 
cases heard with it. He proposed a master class rate scale 
in which the percentage relationship of the classes would be as 
follows: 100, 85, 70, 55, 35, 42, 32, 26, 21 and 17. His proposal 
would eliminate fractions in the percentage relationship. 

The master scale would begin with 32 cents, first class, for 
five miles and less and run down as follows: 27, 22, 18, 11, 13, 10, 
8, 7, and 5 cents. The scale, carried in appendix No. 3, at 100 
miles gives rates of 79, 67, 55, 43, 28, 33, 25, 21, 17 and 13 
cents; at 200 miles, 109, 93, 76, 60, 38, 46, 35, 28, 23 and 19 cents; 
at 500 miles, 174, 148,°122, $6, 61, 73, 56, 45, 37 and 30 cents; 
and at 1,000 miles, 250, 213, 175, 188, 88, 105, 80, 65, 53 and 43 
cents. It is not carried beyond 1,000 miles, but Disque said that 
rate for greater distances could be determined by further pro- 
gressing the scale at three cents per 25 mile block on first 
class and using the prescribed percentage relations among the 
classes. He said the same methods for determining distances 
should be applied and the same sort of fourth section relief 
should be granted in connection with the prescribed scale as 
might be provided for in the southeast in Southern Class Rate 
Investigation. 

On this record, he said, no more reason appeared for add- 
ing arbitraries for joint line hauls or for Mississippi River 
transfer than there was for making similar provisions to cover 
branch line hauls; hauls where traffic density was light; hauls 
where operating costs were above the average bécause of grades, 
curves, swamps, etc., or over bridges in the interior south- 
west. However, he said, if in .Allowances of Mileage for 
Mississippi River Crossings, docket No. 12478 (since decided), 
were prescribed for Mississippi River transfer, they should be 
added to the master scale, for distances of 200 or fewer miles. 

Establishment of rates in accordance with that scale, Disque 
said, should automatically eliminate many commodity rates 
and carload classification exceptions that were on a higher 
basis because the scale would provide for substantial reduc- 
tions on classes from fourth to E, that is on the two lower 
numbered classes and on all the lettered classes, or put in 
another way, on the seven lowest of the ten classes. In one 
part of his report, he said, without qualification, that classifi- 
cation exceptions should be eliminated. 

However, Disque, recognizing all the complexities and confu- 
sion in the southwest, arising, he indicated, from the fact that 
there is not traffic enough in that part of the country to absorb 
all the facilities of the railroads, that the southwest is a 
developing section, that states have tried to promote the inter- 
ests of their citizens and that the railroads, in many instances, 
have pursued a highly individualistic policy, said the issuance 
of an order prescribing the rates proposed by him, should be 
avoided if possible. He also warned against literal compliance 
with the criteria in his report, indicating that there should be 
elasticity enough in any scheme of revision to give a workable 
scheme of rates in a territory in which there was a conflict 
between all-rail routes through the Mississippi River crossings, 
particularly St. Louis, and the rail-and-ocean routes from the 
Atlantic seaboard through New Orleans and the gulf ports. 

Therefore he suggested that the carriers be given thirty days 
after the making of a report, by the Commission, in which to 
show how they would comply with it. 

As to his own report, he said, exceptions to it were due 
March 2 and replies thereto on April 1. He put those dates 
in the first line of his report so the parties to the case, the 
hames to which cover a long sheet of typewriter paper, single 
spaced, to overflowing, would not have to hunt through the 
report for advice as to when they would have to appear with 
their criticisms and the replies thereto. He made recommenda- 
tions throughout the report in ocnnection with topics treated by 
him and then summarized the things he proposed the Commission 
should say. To as great an extent as possible he avoided tech- 
nicalities, such for instance, as a summary of the formal plead- 
ings. He told the Commission that if that were deemed neces- 
Sary it could be done as an appendix or as a footnote. 

The report dealt, he said, with a number of closely related 
vases which were consolidated for disposition, and which, in the 
aggregate, embraced in one way or another, except as to certain 
commodities, practically all freight rate, intrastate and inter, 
State, in Kansas, southern Missouri, and the southwest as 
defined in the report, and between Kansas, southern Missouri 
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and the southwest, on the one hand, and substantially all the 
rest of the country east of the Rocky Mountains, as far as the 
Atlantic seaboard, on the other. He said the rates applied over 
all-rail, rail-and-ocean,ocean-and-rail and rail-ocean-and-rail routes- 

As to the meanings of words and phrases used by him he 
said Kansas would be understood to include Kansas City and 
other Missouri River crossings north of that city, in so far as 
rates between Kansas and those points were concerned. By 
“Southern Missouri” was meant, he said, that part of the state 
lying south of the St. Louis-Sedalia-Kansas City line of the 
Missouri Pacific, but also including Kansas City and St. Louis. 


’He said Kansas and southern Missouri would be called the 


Kansas-Missouri territory. The southwest he defined as em- 
bracing Arkansas, Oklahoma, Louisiana west of the Mississippi, 
referred to as western Louisiana, and Texas common-point ter- 
ritory. Kansas City, St. Louis, Cairo, Memphis, Vicksburg and 
New Orleans, he said, would be regarded as being in the south- 
west, in so far as rates between the southwest and those points 
were concerned, but not as to rates between the gateways on 
the Mississippi. Shreveport, La., he said, would be regarded as 
being in Texas, in so far as rates between Shreveport and 
Texas were concerned. The balance of the country, east of 
the Rocky Mountains, he said, would be referred to as defined 
territories, except that the territory east of the Buffalo-Pitts- 
burgh zone would be referred to as seaboard territory, in so 
far as rates in connection with coastwise steamship lines were 
concerned. He applied the words “rail-and-ocean” to mean any 
rate in which a steamship line participated. 

Stated generally, he said, the allegations of the complaints 
were that the interstate rates within, to and from the south- 
west were unreasonable and unduly prejudicial to specified ship- 
pers and localities; and that the intrastate rates in Kansas 
and southern Missouri and in all the southwestern states, were 
unduly preferential of shippers and localities in the respective 
states, and unjustly discriminatory against interstate commerce 
because of the injury they inflicted upon interstate shippers 
and upon localities outside of each respective state, and because 
they did not contribute a fair proportion of the revenue of the 
carriers in comparison with interstate rates. In the main, he 
said, the cases related to rates to, from and within the south- 
west, the Kansas-Missouri rates, technically, being involved only 
under the third and thirteenth sections. 

Arkansas, Kansas, Missouri and Oklahoma commissions in- 
tervened. Texas and Louisiana did not. The Texas commission, 
however, appeared at the first hearing and indicated the hope 
that any unlawful situations in which the Texas intrastate rates 
might be involved could later be disposed of by cooperation 
between it and the federal commission. Towards the close of 
the hearings, Disque said, its members sat with him in the 
taking of testimony. 

Traffic not covered by the report is that of heavy moving 
commodities such as brick and other clay products, cement, 
lumber roading making and building materials, cotton, cotton 
seed and products, coal, grain and products, hay, live stock, 
fresh meats, packing house products, petroleum and its prod- 
ucts, and sewer pipe moving on commodity rates. The excepted 
commodities, Disque said, probably gave the southwestern 
carriers two-thirds or three-fourths of their revenues. 

Disque said the allegations of the complaints and the pro- 
posals of the carriers, there being an investigation and sus- 
pension docket case included in the whole case, were so broad 
and complete that it appeared that most all important questions 
that could be raised were presented. Taken altogether, the 
cases, as a practical matter, fell but little short of a general 
investigation of the rates in question. He said they were 
brought only after the Commission had declined to institute 
such a proceeding. A general investigation had been suggested 
by the Oklahoma commission, he said, and it was generally 
favored and probably regarded as desirable by most of the 
parties, but for several reasons, the Commission did not see 
its way clear to institute one. 

‘ According to Disque, the rates to, from and within the 
southwest had got into an extraordinarily tangled mess. On 
that point he said: 


There is not enough business to satisfy the physical capacities 
of the carriers to the point of saturation and not enough at the 
existing rates, divisions, and standards of operating efficiency to 
keep all of them in proper financial condition, and each is out to 
get what it regards as its full share of such traffic as may be created 
or as may be taken from its competitors. Considerations of self- 
preservation have impelled the carriers individually to make rates in 
particular instances that otherwise they would have frowned upon. 
Different regulating authorities have imposed different requirements, 
and harmony could have been brought about voluntarily by the 
earriers only through reductions that would have been seriously 
detrimental to their financial standing. 


Summarizing his report and referring to conclusions scat- 
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tered throughout it, the nature of which can be inferred from 
the language in the conclusion, Disque said: 


The record establishes that the interstate class rates in the 
southwest and between the Kansas-Missouri territory and the south- 
west that are alleged to be unreasonable are unreasonable to the 
extent that they exceed rates based on the scale appearing in 
Appendix No. 3. The scale, as prepared, is not extended beyond 
1,000 miles, but rates for greater distances can be determined by 
further progressing the scale at 3 cents per 25 mile block on first 
class and using the prescribed percentage relations among the classes. 
The same methods of determining distances should apply and the 
same sort of tourth section relief should be granted in connection 
with the prescribed scale as may be provided for the southeast in 
Southern Class Rate Investigation. On this record no more reason 
appears for adding arbitraries for joint line hauls or for Mississippi 
River transfer than there is for making similar provisions to cover 
branch lines hauls; hauls where traffic density is light; hauls where 
operating costs are above the average because of grades, curves, 
swamps, etc.; or hauls over bridges in the interior southwest. How- 
ever, if in Allowances of Mileage for Mississippi River Crossings, 
Docket No. 12478, arbitraries are prescribed for Mississippi River 
transfer, they should be added to the rates named in the scale above 
referred to, for distances of 200 miles and less. Under the long-and- 
short-haul this will increase the rates above the scale rates for 
slightly greater distances, 

The establishment of rates on the above prescribed scale, which 


provides substantial reductions on classes 4 to E, inclusive, should. 


automatically eliminate many commodity rates and carload excep- 
tions to the classification that are on higher bases. Many that are 
not automatically eliminated, whether sporadic or general in their 
application, can well be and should be eliminated, for the reason 
that the class rates, though higher, will be low enough to move the 
traffic. Moreover, a considerable number of them are no doubt 
obsolete or not of enough importance to warrant their continuance. 
A general ‘housecleaning’ should be undertaken forthwith. Among 
the commodities now moved at commodity rates, on which the 
classification ratings appear reasonable for general application in 
connection with the prescribed scale, are agricultural implements of 
both kinds, hand and other than hand; ammunition; beverages; 
canned goods; cider; fertilizers; glass bottles; machinery and ma- 
chines; oil well supplies; soap; tin cans (but subject to a 12,000 
pounds minimum); vegetables, except celery; vinegar and well boring 
outfits. The proposed adherence to the classification bases on less- 
than-carload traffic is generally approved, 

On commodities other than those above named carload commodity 


rates or exceptions to the classification on the following bases appear 
reasonable: 


Class Class 
BORGES GUE 166.60. becccee. Cc | SN Oe eee eC ETAT ID 
Bags and bagging............ A Molasses and syruDP........... B 
BGIrels GN KEGH.. 0. cc ccccess A Roofing and paving mate- 
BS eee ee A SME ecodidacccndsetnnsscears 
Cotton piece g00dS.......0 3 PE MOE. sicccsmccewiee stiesicns E 
Fruits: Sulphuric acid in tank cars or 
Ore ee ne 4 Near Cc 
INE «ho nodes Gecenamasnee A Sulphuric acid in carboys..... B 
oo. ee re A Tin cans (9,000-pound mini- 
Furniture (rated third class) 4 PUNE Wig Gracecitaiatecs oceaaemmecetis 
Tron and steel articles........ B Vegetables: 
PND. bce dey ci wevasse names B MUN cise s dadigaweeneeware A 


The ratings above prescribed are prescribed upon the record in, 
and under the peculiar circumstances of, these cases. Intrinsically, 
some of them are rather low, but they are about ais high as can 
be prescribed in these proceedings. Like the commodity scales 
in 9702 (Memphis Southwestern Investigation) they are to an extent, 
in certain instances, the result of a leveling process. The prescription 
of these ratings is not to be understood as necessarily representing 


a condemnation of the ciassification ratings for general application 
elsewhere. 


Rates to and from points on the Fort Smith & Western, except 
as otherwise provided for in Notes 1 and 2, should be made by adding 
the following arbitraries to the class and commodity rates herein 
prescribed. Arbitraries in cents per 100 pounds to, from and between 
local stations on the Fort Smith & Western (see Notes 1 and 2): 


1 2 3 4 5 A B c D E Carloads 
10 9 7 5.5 4 4.5 3.5 2.5 2.5 2 2 

_. Note 1—The arbitraries named above. for both single line and 
joint line traffic, are to be added after through rates are established 
On_ joint traffic they shall accrue to the Fort Smith & Western in 
addition to its established divisions of the through basis rate, 

Note 2—On competitive traffic the arbitraries need not be added. 
The term “competitive traffic’ is defined as traffic moving as follows: 
_ Between points on the Fort Smith & Western common with other 
lines and points on the Fort Smith & Western common with other 
lines. Between points on the Fort Smitt & Western common with 
other lines and all points on lines other than the Fort Smith & 
Western. Between all points on lines other than the Fort Smith & 
Western and all points on lines other than the Fort Smith & Western 
when the Fort Smith & Western participates as an intermediate carrier. 

The Fort Smith & Western should be authorized to establish and 
to continue in effect from, to and between Fort Smith, Coal Creek, 
Bokoshe, Crowder, Dustin, Weleetka, Sparks, Warwick, Wellston, 
Fallis, Guthrie and Oklahoma City on classes and commodities, moving 
locally, or in joint interstate traffic, the same rates as are con- 
temporaneously maintained on like traffic from, to and between the 
same points by its competitors, and to maintain higher rates at 
intermediate local stations on its line without observing the long+and- 
short-haul rule, but no fourth section relief should be granted as to 
movements between local points. 

As to interstate traffic from Kansas City, St. Louis and the 
defined territories that portion of Oklahoma lying north of a line 
made by extending the southern boundary of Missouri due west to 
the Cimarron River shall be regarded as transferred from the south- 
west to the Kansas-Missouri territory. 

Amarillo is hereby excluded from Texas differential territory as 
to all traffic involved. 

The undue preferences, undue prejudices and unjust discrimina- 
tions against interstate commerce, hereinbefore found to exist, must 
be removed. The establishment of rates on the above prescribed 
scale and bases, intrastate and interstate, in the southwest and 
between the Kansas-Missouri territory and the southwest is expected. 

With the establishment of rates on the above prescribed scale 
and bases interstate in the southwest and between the Kansas- 
Missouri territory and the southwest, rates for similar distances 
intrastate in the southwest should be made the same. 

So far as this record shows there is no transportation reason for 
lower rates in the Kansas-Missouri territory than in the southwest 
but transportation conditions are not always controlling in rate 
making. As a practical matter it is necessary to have an adjustment 


THE TRAFFIC WORLD 





Vol. XXXIV, No. 96 


in the Kansas-Missouri territory that will fit in with the adjustment 
north and east of the Missouri River and avoid an unduly high rate 
precipice along the river, just as it is necessary to have an adjustment 
between the Mississippi and Missouri Rivers that is not too high jn 
comparison with the adjustment in Illinois and central territory, ‘With 
the establishment of rates on the above prescribed scale and bases 
in the southwest and between the Kansas-Missouri territory and the 
southwest, rates for similar distances in the Kansas-Missouri terrj- 
tory, intrastate and interstate, should be made not less in amounts 
than 90 per cent of the rates prescribed for the southwest, fractions 
less than one-half to be dropped and other fractions converted into 
one cent. This finding does not necessarily mean that there should 
permanently be a difference as between the Kansas-Missouri rates 
and the Nebraska rates, either intrastate or interstate. The Nebraska 
rates cannot be fixed in this proceeding, as they are not in issue, 
but that should not prevent the establishment of proper rates now 
for the Kansas-Missouri territory. It may be that in an appropriate 
proceeding the present Nebraska rates should be required to give 
way, and in lieu thereof the same scale used as in the Kansas- 
Missouri territory. The Nebraska situation, so far_as class rates are 
concerned, is embraced by Docket No. 14625, Class Rates To and From 
Nebraska Stations, now pending. 

Perhaps the master scale should apply between Iowa and the 
southwest and the 10 per cent lower scale between Iowa and the 
Kansas-Missouri territory. 

The foregoing findings, if complied with, should remove the 
unlawful rate situations as to perhaps most of the important com- 
modities involved. It is impossible here to prescribe the exact method 
by which all the disparities in rates shall be cured, because the 
record does not afford a basis for saying what would be reasonable 
for general application on every commodity. However, the conclu- 
sions reached with respect to the commodities above named should 
furnish a guide for determining proper rate bases for others, The 
elimination of present commodity rates that approach the new class 
rates will dispose of many problems. f 

The fact that mileage scales are prescribed does not necessarily 
mean that rates should be published in this form. The scales are 
intended as bases for the publication of rates. 

Exceptions to the classification will avoid the publication of 
commodity rates. However, if for some good reason commodity 
rates based on the same ratings are preferable, they need not be 
published from and to points where there is no likelihood of a move- 
ment. Perhaps a tariff provision similar in principle to that quoted 
in Rule No. 77 of Tariff Circular No. 18A would suffice. 

The findings above made are in terms rather formal and technical, 
and if strictly complied with and adhered to would result in a rather 
rigid rate structure, unyielding to the suggestions of special circum- 
stances. As a practical matter, it is desirable that a certain amount 
of elasticity and flexibility be provided for; some limited latitude 
permitted in applying the scales, For instance it might be found 
desirable to group certain bottle factories, using’ the scale as a 
guide for rates. Where any latitude is exercised, however, it should 
be exercised sparingly and with caution. 

If the rates to northeast Texas are made on the same relative 
basis as those to the territory east of the Kansas City Southern, it 
may be that there would be no particular objection on the part of 
northeast Texas to according the balance of Texas rates from the 
gateways and the defined territories on a lower basis than the scales 
provide. Perhaps there would be no objection to low rates on such 
commodities as glassware and cotton piece goods to large markets 
in the north and east. 

The record does not deal with the matter of all-rail rates from 
and to the defined territories, including seaboard territory, with 
sufficient fullness to warrant the prescription of rates. However, new 
rates should be provided with due regard to the rates south and 
west of the gateways. These rates should be substantially less than 
the combination of locals. The scales herein prescribed will disrupt 
the present adjustments and probably require the abolition of the 
present defined territory differential system. The carriers should be 
given reasonable opportunity to submit a definite proposal as to what 
the new rates from and to the defined territories should be. It 
should include rates between the defined territories and the Kansas- 
Missouri territory made on a lower basis than the combination of 
locals. The rates from and to the defined territories need not be so 
closely graded as are those named in the scale. Groups several times 
as large may not be objectionable, particularly for the longer hauls. 
Mile for mile the rates between St. Louis and the southwest should 
be on a substantial parity with those contemporaneously in effect 
between the southeast and the southwest. This finding should correct 
the disparities in favor of Birmingham and against St. Louis on iron 
and steel, specifically dealt with earlier in the report. 


The rail-and-ocean rates via the Gulf ports in general are un- 
reasonable. Through rates should be published from seaboard terri- 
tory to the Kansas-Missouri territory and the southwest, which shall 
include marine insurance and all transfer or other incidental charges. 
These rates need not be so closely graded as are those named in 
the scale. As to class rates, perhaps it will suffice if points distant 
50, 75, 100, 150, 200, 250, 300, 400, 500, 600, 700 and 800 miles from 
the Gulf ports are selected as key points for destination groups, the 
first class rates to these groups to be based approximately on 80 per 
cent of the present rates from seaboard territory to railroad terminals 
at the Gulf ports plus 80 per cent of the local rail rates herein 
prescribed from the Gulf ports to the key points. The same per- 
centage relations among the classes should be used as above pre- 
scribed. This will eliminate many commodity rates. Where com- 
modity rates are published, they should be substantially less than 
the combinations of locals. The arguments against a definite and 
unqualified finding to the effect that the rates should be based on 
a definite percentage of the combinations of locals are fully appre- 
ciated, and the 80 per cent basis should be taken, not necessarily 
as a strict requirement so far as commodity rates are concerned, 
but rather as an indication of the fact that rates substantially less 
than the combinations of locals are to be maintained and will be 
required as reasonable. If the carriers show a disposition to publish 
rates in harmony with the above conclusions they should not be 
held to’an exact basis, particularly so far as commodity rates are 
concerned, but commodity rates that are not substantially less than 
the combinations of locals should be regarded as prima facie un- 
reasonable and subject to scrutiny. The carriers should be given 
reasonable time in which to show in sufficient detail the rates that 
they would publish in accordance with these conclusions. 


Rail-and-ocean rates via the South Atlantic ports should not be 
required to be lower than reasonable all-rail rates from Pittsburgh 
nor lower than are required via the Gulf ports. The proposed in- 
creased rates of the South Atlantic port lines are generally justified, 
but some modifications may be desirable in view of the rates herein 
required via the Gulf ports. 

All outstanding orders in cases requiring rates not in harmony 
with those herein prescribed should be vacated. Among other cases 
see 9702; Skinner Mfg. Co. vs, Director General, 81 I. C. C. 108; Cities 
of Marshall and Jefferson vs. T. & P. Ry. Co., 85 I, C. C. 115; Cohen 
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ys. A., T..& S. F. Ry. Co., 88 I. C. C. 143; Prairie Pipe Line Co. vs. cents is not unreasonable, unjustly discriminatory or unduly 


pirector General, 88 I. C. C. 167; Armour & Co. vs. Director General, prejudicial, but that the other assailed rates are, and for the 


as ©. SS, tear Ce. = ys e's. &. yO a Crd ise ani future will be unreasonable to the extent that they exceed, or 


National Zine Co. vs. A., T. & S. F. Ry. Co., 92 I. C. C. 587. Several may exceed, the contemporaneous rate to New Orleans.” He 
of these cases involve the extension of 9702 scales into the territory added that the extensive destination grouping which may re- 


: f the Kansas City Southern. The policy has been to decide ~ : - ; : - 
— conan without prejudice to these general proceedings. Many Sult under this finding is not in issue in this case, and this 


eases similar to the above are pending. . ; conclusion is not to be understood as approving it.” 
The entry of an order giving pe a conclusions pet 
ounced ought to be avoided if possible. e rates prescribe 
anould not be “frozen” by legal process, except as a last resort. CHARGES ON FRESH MEAT 
The cooperation of the carriers and the state commissions is solicited. é : 
They should be given 30 days after the decision in which to signify An award of reparation has been recommended by Examiner 


their positions with respect to the general adoption of the rateS John T, Money in a proposed report on No. 15868, Armour & 


ibed. It may be that some conferences with the state commis- ae z 
presc o tpe helpful. Such as may be had should be held with all of Company vs. Illinois Central, on a finding that charges on fresh 


the commissions collectively, rather than individually, for their inter- meat and packing-house products in peddler cars from East 


ests are divergent as to many of the matters involved. St. Louis to points in Indiana and Illinois were unreasonable. 
: ‘ — The case was presented under the shortened procedure. 
The report embraces: No. 13535, Corporation Commission Complainant alleged that charges collected by defendant 


of Oklahoma vs. A. & R. R. R. Co. et al.; No. 13800, J. A. n 69 shipments of fresh meat and packing-house products in 
Waldrep et al. vs. A. T. & S. F. Ry. Co. et al.; No. 14880, “oC peddler cars, forwarded between August 28, 1920, and Decem- 
Chamber of Commerce et al. vs. A. & R. R. R. Co. et al.; NO. her 143° 1991) both inclusive, from East St. Louis to points on 
14416, Little Rock Board of Commerce vs. A. & S. Ry. Co. et al.; qefendant’s line, Effingham, Ill., to Bloomfield, Ind., both in- 
No. 15231, Board of Railroad Commissioners of Iowa vs. A. T. : 4 
z clusive, were unreasonable. 

& S. F. Ry. Co. et al.; No. 15217, West Texas Chamber of Com- The examiner said the cars moved over defendant’s line 
merce vs. A. T. & S. F. Ry. Co. et al.; No. 15463, St. ee through Decatur and Newton, Ill., to Bloomfield, 254 miles, where 
Chamber of Commerce et al. vs. A. & R. R. R. Co. et al; and iui wag broken, then back-hauled over the same route to New- 
Investigation and Suspension Docket No. 2097, Class and Com- ion and thence to Effingham, consignments being delivered at 
modity Rates from Atlantic Seaboard and Defined Territories to designated intermediate points. The aggregate weight of the 


Southwestern Destinations. various consignments in each car was less than 15,000 pounds, 
the report said, and charges were collected at the less-thane 
REFINED SULPHUR RATES carload rates on the actual weight of each consignment to the 


: . respective destinations, plus charges based upon the difference 

POM ond Bohs ood badge an ms Re ovale ok ak between the combined weight in each car and the minimum 

said the pc a A should find the rate on refined sulphur, of 15,000 pounds at th . third class rate of 56 cents applicable 
in carloads, from Bryan Mound and Freeport, Tex., to New to = a = eg aren a pe Se ae oe _ 
: s . Wes each car. efendant, December s , revised its rule re- 

ee el ser at Rime un ea se oe ce specting the rate and minimum weight applicable on fresh _— 
on refined sulphur from the same points of origin to points in =. Saas cee uae car ee ae oF a i a i 
Louisiana intermediate to New Orleans should be found un- load rate on dressed beef, minimum weight per car, 20,000 
ena ale oe mae eee or may exceed, the pounds, from original point of shipment to final destination of 
= Tho complaint, the examiner said alleged the rates on the car,” at which time the carload rate on fresh meat was 35 
sulphur from the Texas points of origin to destinations in a Bayne —— an Bloomfield. age ay rag 

Louisiana on and south of the line of the Louisiana Railway & at the charges collected were unreasonable to the exten os 
Navigation Company from Alexandria and New Orleans in- ‘hey exceeded the charges that would have applied at the rate 
clusive, when ground or refined at Freeport, were unjust and 224 eer oe ae panes ggg a 
unreasonable, and that the rates on sulphur from Sulphur Mine,» Rog pounce nl » Mis gg ag ge me Mn ~ 
and Mossville, La., via Texarkana, to the same destinations, iled de8 thet yi ’ lly th rr ak ten 

were unjustly discriminatory and unduly prejudicial to the com- ‘S@l pov " : ~ a og genera # aaa . e mt Le ; 

plainant and unduly preferential of its competitor at Texarkana, ritory, nennng OES . iota sd ws peed : a 
The Southern Acid & Sulphur Company, manufactures of (, that territory, and that the minimum charge subsequently. 
; established was the same as that generally in effect in central 


refined sulphur at Lake Charles, La., Texarkana and other és 
: ; if : : territory and where there was an exception to the general rule 
points, and the Union Sulphur Co., engaged in the production lower minimum charges applied.” 


and distribution of crude sulphur at Sulphur Mine, the examiner The examiner gaid that, while it was true, as claimed by 


nail, intervened in agpestiten te Che cometnint. - defendant, that the Commission had frequently held that sub- 
, Under tariffs in effect sulphur mined at Bryan Mound may sequent reductions, not supported by other evidence, did not 
be shipped to the complainant’s plant at Freeport, three miles pyove higher rates unreasonable, in this case the complainant 
away, there refined and reshipped, within a year, to points in qjq not rely wholly upon the subsequent reduction of the mini- 
southern Louisiana at the through rate on the refined product, mum charges. He said the rates and minimum charges assailed 
plus an additional transit charge not in issue. Similar transit were on a basis higher than applied over all other lines oper- 
arrangements are had by the Southern company at Texarkana iing in that particular territory, and throughout central ter- 
and Lake Charles on shipments originating at Sulphur Mine jitory. He said the Commission should find that the minimum 
ae when destined to the same points in southern ¢harges assailed were unreasonable to the extent that they ex- 
ouisiana. No complaint was made respecting the rate and ¢eeqeq charges that would have accrued at the subsequently 


transit arrangement at Lake Charles, the examiner said. The ctablished rates and minimum charges, and that complainant 
arrangements at Texarkana and Lake Charles, he said, were was entitled to reparation to that basis. 
also available on shipments from Bryan Mound and other mining 


points in Texas. They were maintained by the Kansas City 
Southern and the Southern Pacific and required a back haul RATES ON KEROSENE 
for which no additional charge was made. Examiner J. Edgar Smith, in a proposed report on No. 15654, 


The rates under attack were 32 cents from Bryan Mound Transcontinental Oil Company vs. D., L. & W. et al., has recom- 
to New Orleans and other points in southern Louisiana and 43 mended an award of reparation on account of an unjust rate 
cents from Sulphur Mine, via Texarkana. They are commodity ollected for the transportation of two tank-carloads of kerosene 
rates. Class rates of 67 cents apply from Bryan Mound to the which moved from Fort Worth, Tex., to Waterbury, Conn., in 
territory from Alexandria to Reserve, La., and 85.5 cents to June, 1920. The case was presented under the shortened pro- 
Abbeyville while the 43 cent commodity rate from Sulphur Mine cedure. Charges were collected on the applicable rate of 76 cents. 
applies to the whole of southern Louisiana. The examiner said Complainant had sold the kerosene to the Sinclair Refining Com- 
there were unauthorized fourth section departures on the lines pany and because the rate to New England destinations, other 
of the Texas & Pacific and the Louisiana Railway & Naviga- than to points in Connecticut, was at that time 69.5 cents, that 
tion Company. ’ purchaser charged the complainant the difference between the 

The complainant asked for a rate of 25 cents from Bryan rates, 6.5 cents, which complainant paid, according to the report. 
Mound and Freeport. The examiner said the 32 cent rate was he examiner said there were rates of 69.5 cents in effect at the 
one flowing from the report of the Commission in 60 I. C. C. 579, time from Fort Worth to the greater part of New England which 
in which the Commissiin approved a rate on refined sulphur, were applicable over the route the shipments in issue moved, 
10 cents higher than that on crude. The present rate on crude through Waterbury to more distant points. Through a clerical 
from Bryan Mound to New Orleans is 23 cents. The original error on the part of the tariff compiler the 69.5-cent rate, or 
spread of 10 cents, by reason of the reduction in all rates in rate basis, was not applicable on shipments to any destination 
1922, has become 9 cents, yielding the 32 cent rate under attack. in Connecticut, and this omission was corrected August 21, 

_After setting forth the history of the sulphur adjustment, 1921, the examiner said. Although defendants declared their 
Which was influenced by the rate from foreign countries and willingness that the Commission should award reparation, they 
the water rate from New York to New Orleans, the examiner declined to admit that the rate charged was unreasonable. The 
Said the Commission “should find that the assailed rate of 32 examiner said, however, that obviously the rate charged was un- 
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just—so unjust that defendants did not attempt to defend it 
when brought face to face with the lower rate applicable through 
Waterbury to much more distant points, and that the rate was 
relatively unreasonable. He recommended reparation to the 
basis of the rate of 69.5 cents. 


RATING ON CIGARS 


Attorney-Examiner William B. Hunter, in a proposed report 
on No. 15808, Tobacco Merchants’ Association of the United 
States vs. Pennsylvania et al., has condemned as unreasonable 
a rating of first class on cigars in any quantity, carloads, and 
has recommended the establishment of a rating of second class 
on carloads, minimum carload 30,000 pounds. Complainant al- 
leged the first-class rating in official, southern and western 
classifications was unjust and unreasonable. A rating of third 
class, Minimum carload 24,000 pounds, was asked. 

Complainant, according to the report, showed there was no 
inducement to ship in carloads, except where there were com- 
modity rates; that under a carload rate the carriers would save 
the cost of loading and unloading and greatly reduce the cost 
of receiving and delivering, and that pilfering would be less- 
ened. Complainant further submitted that cigarettes were rated 
second class in carloads, minimum 24,000 pounds; that as 
packed for shipment cigarettes weighed about 19 pounds per 
cubic foot and cigars about 25 pounds, and that cigarettes were 
worth about $29 per cubic foot and cigars about $30; that cigars 
were less subject to damage from moisture than cigarettes. and 
that in recent years the manufacture of cigars and cigarettes 
had become centered in a few eastern cities, thus making pos- 
sible carload shipments to the leading jobbing points under 
suitable rates. The examiner said the defendants did not in- 
troduce any evidence. 

The record, the examiner said, presented no sufficient rea- 
son for a carload minimum of less than 30,000 pounds. He said 
the Commission should find that the rating on cigars in car- 
loads over defendants’ Tines was and for the future would be 
unreasonable to the extent that it was higher than second class 
with a carload minimum of 30,000 pounds. 


ROUGH RICE REVISION 


Attorney Examiner John McChord, in a report on No. 15613, 
New Orleans Joint Traffic Bureau and New Orleans Rice Millers’ 
Association vs. Beaumont, Sour Lake & Western Ry. Co., et al., 
said the Commission should find unreasonable and unduly preju- 
dicial rates on rough rice in carloads from points in Arkansas 
to New Orleans to the extent they exceed rates that would result 
from the application of the mileage scale established in Lake 
Charles Rice Milling Company vs. A. & N. Ry. Co., 63 I. C. C. 40, 
over the shortest routes. 

The complainants alleged the rates from all rice producing 
points in Arkansas on the defendants’ lines to New Orleans had 
been and are unreasonable and as compared with rates on clean 
rice and rice flour from the same points in Arkansas to destina- 
tions in Louisiana and Texas, unduly preferential of millers in 
Arkansas and prejudicial to millers in New Orleans. 

An intervening petition in opposition to the complaint, Mc- 
Chord said, was filed by the Arkansas Rice Growers’ Co-operative 
Association, McGill Brothers Rice Mill, Smith Rice Mill Com- 
pany and the Standard Rice Mill Company, all operating mills 
in Arkansas. The complainants contended that mills at New 
Orleans could not, under existing rates, compete with mills in 
Arkansas. They pointed to the fact that the rate on rough rice 
for domestic delivery at New Orleans was only one cent less 
than the rate on clean rice for shipside delivery; that to get 
clean rice and rice products, from the New Orleans mills to 
shipside they had to pay the rate on rough rice from Arkansas, 
also the customary handling charge of 5 cents per 100 pounds, 
plus a toll charge of 15 cents per ton on the milled product; 
that the margin of 1 cent in the rate in favor of rough rice for 
domestic delivery against clean rice for shipside delivery was 
wholly inadequate and did not represent a proper spread between 
rates on clean and rough rice such as prevailed from points in 
Louisiana and Texas to New Orleans. 

Examiner McChord said the Commission should find, as here- 
inbefore set forth, but that the extension of the scale prescribed 
in the Lake Charles Rice Milling Company case, should be sub- 
ject to the general increases of 25 and 35 per cent and the 10 per 
cent reduction applied for the actual distances via the route or 
routes from the respective points embracing not over three lines 
or parts of lines which produce the shortest mileage and lowest 
rates. 

The examiner said the question of a 20-mile allowance for 
Mississippi River Crossings was before the Commission in No. 
12009, and No. 12478, and that the conclusions recommended by 
him were without prejudice to any different conclusions reached 
with respect to the crossing allowance. 





CRUSHED SLATE RATES 


In a report on No. 15314, Lockport Paper Company vs. Mary- 
land & Pennsylvania, et al., Examiner F. L. Sharp recommended 
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that the Commission find the application of sixth class rates to 
shipments of crushed slate from Delta, Pa., to Lockport, N. y 
prior to September 10, 1923, not unreasonable. He recommended 
a finding of unreasonableness as to commodity rates on that 
commodity from Delta to Lockport since September 10, 1923 to 
the extent that the commodity rates exceeded the rate contem. 
poraneously applicable from Delta to Erie. He said the Com. 
mission should award reparation. 


Fift 
Co 





PAPER TABLET RATES 


Examiner William J. Koebel has recommended the dismis. Ww 
sal of No. 16053, Jackson Paper Company vs. Alabama Great 


Southern, et al., on a finding that class rates on paper tablets ing tY 
paper bags, and wrapping paper, in straight or mixed carloads. depar' 
from Birmingham, Ala., and Atlanta, Ga., to Jackson, Miss., are ecutlV 
not unreasonable or otherwise unlawful. The complaint alleged indus 
the rates were in violation of the first three sections of the depar 
interstate commerce act and that those from Atlanta and Jack- duties 
son were and are in violation of the long-and-short haul part jzatio 
of the fourth section in that they exceeded and exceed the rates traffi 


to Vicksburg. The recommendation is that the finding men- : 
tioned be made without prejudice to any finding affecting the 


class rates that may be made in No. 13494, the Southern Class 
Rate Investigation. 


jzatic 


RATES ON GASOLINE 


Examiner Warren H. Wagner in a proposed report on No, 
15322, Standard Oil Company (California) vs. Director-General, 
as agent, Santa Fe et al., said the Commission should find that 
shipments of gasoline and other petroleum products, in car- 
loads, from Sugar Creek, Mo., and El Segundo, Calif., to Blythe, 
Calif., in the period of federal control, were overcharged, and 
award reparation. He said the only question was whether the 
charges were illegal to the extent they exceeded those held out 
by the Santa Fe in its publication. He said the precise ques- 
tion was passed upon in Standard Oil. Company vs. Director- 
General, 74 I. C. C., 188. Following that case, he said, the Com- 
mission should find that the applicable rates on the shipments 
were those in effect May 25, 1918, or June 24, 1918, as the tariffs 
of the Santa Fe provided, plus 4.5 cents per 100 pounds. 


MINIMUM CHARGE ON LUMBER 


In a report on No. 14242, Consolidated Lumber Company vs. 
Director-General et al.,on rehearing, Examiner Leo J. Flynn has 
recommended a finding that the minimum charge on lumber from 
East San Pedro, Calif., to Wilmington, Calif., in the period of 
federal control, was not unreasonable. The complaint was dis- 
missed in the original report, 87 I. C. C., 1. In the petition for 
rehearing the complainant said that if the petition were granted 
it would show the cost of operating the trains over the route 


in question. The examiner said the case should again be dis- 
missed. 





CONDITION OF EQUIPMENT 


Out of a total of 98,723 freight cars inspected by Bureau 
of Safety employes in November, 3,582 or 3.6 per cent were 
found defective, as compared with 101,539 inspected and 4,953 
or 4.9 per cent defective in November, 1923, according to the 
monthly report made to Congress by the Commission as to 
condition of equipment, etc., required by a Senate resolution. 

Out of a total of 1,773 passenger cars inspected in No- 
vember, 15 were found defective, as compared with 1,855 in- 
spected and 27 defective in November, 1923. 

The- Bureau of Locomotive Inspection 
engines inspected in November. 
cent were found defective, and 283 were ordered out of 
service. In the same month in 1923, out of 5,725 engines in- 
spected, 3,241 or 57 per cent were found defective, and 469 
were ordered out of service. 


reported 5,148 
Of that total, 2,366 or 46 per 


PETITIONS FOR REHEARING, ETC. 

Ruggles & Rademaker, interveners in No. 14106, and con- 
solidated cases, salt cases of 1923, have filed a petition with 
the Commission asking for reargument therein. 

The defendant in No. 15213, E. B. Rand & Company vs. L. & 
N. W. Ry. Co., has petitioned the Commission to modify its 
order as shown by its corrected report, 91 I. C. C. 723. 


GUARANTY CERTIFICATE 
The Commission has certified that the Cooperstown & 
Charlotte is entitled to $4,484 in final settlement under section 
209 (a). The total amount of the guaranty was $19,484. The 
difference between the total sum and the amount in the latest 
certificate is due to advances made to the carrier. 


REIMBURSEMENT OF DEFICIT 
The Commission has certified to the Secretary of the 
Treasury that $4,291.62 is due the Saratoga & Encampment 
Railway Company under section 204 of the transportation act. 
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Industrial Traffic Departments 


Fifth of a Series of Thirty Articles on the Organization and Management of Industrial and 
Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, A. B., 
M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


We have discussed, in Lesson No. 4, the factors determin- 
ing types of traffic departmental organization, the place of the 
department in the business organization of corporations, ex- 
ecutive supervision of traffic departments by the officials of 
industrial corporations, and a comparatively simple type of 
departments organized to perform all of the usual “non-physical” 
duties of traffic departments. Now we turn to larger organ- 
jzations designed to attend more completely to the duties of 
trafic and transportation management. 

A second and more complex form of departmental organ- 
ization includes, in addition to the personnel necessary for the 








FIGURE 


performance of the functions attended to by traffic departments 
of the first type, additional employes to handle the actual work 
of shipping and receiving freight. The clerical staff of the de- 
partment, subordinate to the traffic manager, attends to the 
rate, tariff, claim, expediting, tracing, routing, statistical, and 
financial duties of the department very much as that work is 
performed in the typical department described previously. A 
foreman in charge of the shipping room, or sub-department, 
supervises the preparation and forwarding of outbound freight 
shipments. Instructions as to methods of packing goods for 
certain customers or for shipment into certain sections of the 
country are often specified in detail by the traffic manager or 
one of his staff. Packing specifications for the preparation of 
shipments so as to obtain the lowest rates of freight consistent 
with the safety of the goods and the containers to be used 
are usually prepared for the guidance of the shipping room 
by the traffic staff. Leading directions for the stowing of car- 
load shipments are laid down so that all the goods possible 
are gotten into each car with the least amount of dunnage and 
bracing necessary to protect the freight. Routing guides show- 
ing the preferred routes for carload and less-carload shipments 
to certain customers or general routes to be used to certain 
points are usually prepared for the use of the shipping men 
by the traffic staff. 


ORGANIZATION CHART OF A TYPICAL INDUSTRIAL TRAFFIC DEPARTMENT? PERFORMING ALL CLERICAL FUNCTIONS 
Im COMMBCTION WITH TRAFFIC AND SUPERVISING THE SHIPPING AND RECEIVING OF FREIGHF] BUT YIEE NO 
SURESDICTION OVER LOCAL MOTOR TRANSPORTATION OR OVER PLANT SWITCHING. 


The shipping foreman, guided by these and other instruc- 
tions of the traffic manager, supervises the loading and stowage 
of carload shipments, sees that necessary cars of proper size 
and capacity are ordered, checks contents of cars against orders 
to verify quantity and quality, see that bills of lading are cor- 
rectly prepared and executed by the agents of the initial car- 
riers, checks the condition of outbound shipments, supervises 
the packing, marking weighing, and inspection of outbound 
shipments, and is responsible, in general, for the performance 
of all the duties in connection with starting goods properly on 
their journeys. 
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Subordinate to the shipping room foreman is a staff of cler- 
ical workers and laborers performing the details of the work 
outlined above. The checkers verify the contents of packages 
and cars and check contents of shipments against the orders 
and shipping documents. The bill of lading clerk makes out 
the bills of lading and arranges for execution of the documents 
by the agents of the carriers. The weighers, markers, packers 
and loaders perform the routine work indicated by their titles, 
under the supervision of a foreman in large departments or of 
the shipper or his deputy in smaller organizations. The car 
clerk arranges for cars with the carriers and is responsible 
for obtaining the equipment of the kind, size and capacity 
required for the shipment of carload freight and arranging 
for trap cars for less-carload freight. Records of car initials 
and numbers and time of placement and release are kept to 
verify demurrage records. 

The shipping organization, in traffic departments of the 
type under discussion, has no jurisdiction over local transporta- 
tion facilities. Shipments, when ready, are turned over to mo- 
tor trucks or teams of the establishment which are under the 
supervision of another department, or given to outside trucking 
companies hauling goods for the concern. In either event, 
jurisdiction and responsibility terminate when goods are sur- 
rendered to the truckmen. 
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The receiving room organization of departments of this 
type is similar, in many respects, to the shipping organization. 
A foreman in charge of the receiving room or sub-department 
is accountable to the traffic manager for the successful per- 
formance of the work of receiving inbound shipments. Arrival 
notices from the carriers are transmitted to the receiving de- 
partment, which arranges for the trucks or teams of the indus- 
try or with the hauling company, employed by the industry, to 
pick up the less-carload shipments at the railroad freight depots 
or steamship docks. The receiving department,in an organiza- 
tion of this type, has no direct supervisory powers over the 
teams or trucks. Instructions are issued by the traffic manager 
and passed along to the truckmen by the receiving room fore- 
man, governing the acceptance of short and damaged shipments 
and cautioning against signing of “clear” delivery receipts un- 
less the truckmen are convinced that the goods are in perfect 
condition. Less-carload shipments from the local freight sta- 


5 
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Subordinate to the foreman of the receiving room, in typica| 
organizations of this class, are checkers, weighers and truck- 
ers handling the routine phases of the work outlined. A billin 
clerk attends to arrival notices, receives freight bills for the 
freight, and handles inbound car records for use in checking 
demurrage bills. The freight bills are passed to the traffic 
department for auditing and the records of time of placement 
and release of cars are turned over to the clerks in charge of 
demurrage for auditing. The over-short-and-damage clerk re. 
ports all execptions in condition of freight to the attention of 
the claim men of the traffic department. A typical organization 
chart of an industrial traffic department of this class is shown 
in Figure 4. 

A third form of organization, typical of a number of de. 
partments, is more comprehensive in that it includes personne] 
sufficient to handle all functions connected with rates, routes, 
tariffs, claims, expediting, tracing, statistics, shipping, receiy- 
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FIGURE NO. 5. 


tions or nearby transfers in ferry cars are unloaded from the 
cars and checked against freight billing and purchase orders by 
the receiving room organization. Shipments not covered by 
billing, or those part of which are missing, and damaged ship- 
ments are reported by the receiving room to the claim men 
of the traffic department, so that appropriate claims may be 
prepared and presented to the carriers. 

Specifications are often issued by the traffic department 
showing the preferred method of packing for freight. Instruc- 
tions as to packing are issued to suppliers, in many cases, at 
the time the purchase order for the material is placed, or the 
purchase order supplemented by shipping instructions. Varia- 
tions from such instructions are reported to the traffic manager 
by the receiving room organization so that suppliers deviating 
from the instructions may be held responsible for higher freight 
charges or damages to goods arising from failure to observe 
the shipping instructions. 


Weights of incoming shipments are verified by reweighing, 
when circumstances warrant, and variations from billed weights 
are noted and reported to the traffic department. This service 


is customarily performed in connection with both carload and 
less-carload shipments. 


ing, and similar matters, and, in addition, a local motor trans- 
portation organization. 

The motor trucks or teams owned by the industrial estab- 
lishment are operated under the direct supervision of a super- 
intendent of local transportation or a sub-department head 
with similar title and authority. This man’s work includes the 
supervision of the company garage with the repairman and 
other employes necessary to care for the cars as well as con- 
trol of the motor truck operators. 


Instructions are usually issued by the traffic manager gov- 
erning the picking up and delivery of freight and hauling be- 
tween railroad and steamship depots and the plant. Delivery 
receipts are signed by the chauffeurs acting as deputies of the 
traffic manager and are responsible to the latter for the condi- 
tion of the freight signed for. Exceptions are reported imm®*- 
diately to the traffic department’s claim clerks, so that the 
responsibility for loss or damage may be located and claims 
filed. Local short distance motor truck transportation is also 
performed by the establishment’s own trucks under the super- 
vision of the traffic manager, in organizations of this class. In 
cases where quicker service is required or where motor truck 
service may be more desirable than rail or water transportation 
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and not prohibitively expensive, motor trucks may be used for 
comparatively long distance hauls. The superintendent of local 
transportation is required, in many cases, to keep operating 
cost figures and these data give the traffic department reliable 
pases for comparing rail, water, express, and motor transporta- 
tion costs. Decisions as to routes are based upon such com- 
parisons. 

The daily work of the industry requiring trucks is usually 
Jaid out in the local transportation office and the trucks routed 
so as to perform the work most efficiently. 

The detail work of this sub-department is handled by a corps 
of clerical workers, chauffeurs, garage men and mechanics re- 
porting to the superintendent, who, in turn, reports to the 
traffic manager. 

The close connection between traffic work, shipping, receiv- 
ing, and local transportation makes this closely knit type of 
organization preferred by many industrial establishments. The 
outline chart of such an organization, shown herewith may be 
regarded as typical. 
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The fourth type of industrial traffic departments may well 
be called “the complete industrial traffic department.” This 
class of departments is organized so that all the functions per- 
formed in the three types of department previously described, 
may be performed, and the work of the yard locomotives and 
crews engaged in intraplant switching service supervised. Only 
industrial establishments having rails within the plant need 
such an organization, but a large number of industries in the 
United States are so extensive as to require considerable net- 
works of private tracks within the plant as well as locomotives 
and private cars to handle the switching service within the 
limits of the plant. In charge of the transvortation service 
inside the plant gates, there is usually a superintendent of plant 
transportation or a yardmaster, as the case may be. Incoming 
cars are turned over to the plant crews at the designated inter- 
change track and are: placed at the unloading points by the 
plants own power and crews. Outbound cars, in like manner, 
are hauled from the loading point to the interchange track by 
the plant’s forces and turned over to the carrier for road move- 
ment. This service is done and the necessary records are kept 
by the subordinate staff of the superintendent of transportation. 
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The railroads, in many instances, pay allowances to the 
industrial establishments for the performance of this initial and 
delivery switching service. In some cases, the industrial roads 
serve, or hold themselves ready to serve, other industries, and 
are rated as common carrier switching roads and, as such, divide 
the through transportation rates with the line carriers. In 
other cases, the industrial organization performs the service 
for the sole benefit of the one establishment and receives 
allowances of stated amounts per car for performing, for the 
carriers, delivery and initial switching services which the rail 
lines would ordinarily be called upon to perform as part of the 
transportation service. 

Many industrial establishments have superintendents of 
plant transportation and, in a number of instances, there is no 
direct connection between this department head and the traffic 
manager, except that they cooperate in the performance of com- 
plementary phases of the work needed to be done to assure 
efficient transportation service. A large number of establish- 
ments, on the other hand, have organizations in which the 


RECEIVING, LOCAL MOTOR TRANSPORZATION 
“THE COMPLETE INDUSTRIAL TRAFFIC DSPARTMENT* 








NO. 6. 


superintendent of transportation is a member of the general 
traffic department. In organizations of this type, the super- 
intendent ranks as an important sub-dependent head, subor- 
dinate to the traffic manager. The complete movement of in- 
bound and outbound freight is governed by a traffic department 
and the transportation interests of the concern are handled by 
a centralized authority, though the specialized technical sub- 
divisions of the work are supervised by men especially trained 
in rates, claims, expediting, and tracing work, motor transporta- 
tion, shipping, receiving, and plant transportation. The work 
of specialists is supervised by a traffic executive. This plan 
has found great favor among the large industrial corporations 
of the United States, although it is not found in all organiza- 
tions. The policies of concerns, the breadth of the traffic man- 
ager, the preferences of high industria] executives, and other 
factors, account for the variations found. 

Many large organizations of this class have sub-departments 
handling steamship traffic work, passenger service work, or 
other special bureaus as parts of the traffic departments. These 
special bureaus are also in charge of specialists and are found 
in various establishments according to the special needs of the 
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industry. Two such bureaus are to be found in the typical 
organization accompanying this discussion, for the need for 
special steamship and passenger information is so widespread 
among larger establishments that the absence of these two serv- 
ice desks is the exception rather than the rule in complete 
organization. The work may be performed by men in other 
bureaus as part time work but it is a part of the work of the 
typical “complete industrial traffic department.” 

The so-called “complete traffic department” is not a static 
affiair nor, for that matter, are any of the other organizations 
referred to as less complete typical organizations. Industries 
are constantly adding functions to the work of the traffic depart- 
ments, as is the case indeed with other departments. Promotions 
of former subordinates to rank as sub-department heads may 
change the detailed scheme of the organization, but the general 
plan changes little. Departments are, for the most part, grad- 
ually developing into more and more complete organizations, 
taking on new functions and increasing in numbers of em- 
ployes as the industry expands and the technique of transporta- 
tion develops. The industrial traffic manager is coming to be 
more fully appreciated as an important cog in the industrial 
machinery with each passing year. As industrial executives 
become convinced of the value of specialized service of the 
character offered by the new school of traffic men, skilled in 
transportation and familiar with industrial problems, more 
and more duties are added to those performed by such men 
and the traffic manager is able to demonstrate the worth of 
his services to industry. Truly the horizon of the traffic man- 
ager is growing as new fields of service are added each year. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of 17 lines of fruits and vegetables dropped to 
9,260 cars the week ended December 20, according to the weekly 
report of the Bureau of Agricultural Economics of the Depart- 


ment of Agriculture. The totals from the summary of carlot 
shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 
Dec. Dec. Dec. This Sea- Last Sea- Total 
14-20, 7-13, 16-22, son to son to Last 


1924 1924 1923 Dec. 20 Dec, 22 Season 
Apples (Western States): 














eee 470 1,042 817 34,070 47,406 63,014 
Apples (Eastern States): 
a 519 792 706 45,433 60,023 75,067 
Cauliflower: 
eer 126 142 97 *1,702 1,553 4,242 
Cabbage (Old Crop): 
ee 369 655 324 *35,056 31,369 37,013 
Cabbage (New Crop): 
EE jeecvcsae 20 13 23 50 64 *35,056 
Celery: 
Ee ae 613 *744 730 *15,146 14,254 16,983 
Grapefruit: 
| eee 362 572 260 5,574 6,333 19,991 
Lemons: 
EE Sciaeeve 120 166 178 *2,260 2,164 *12,608 
Lettuce: 
ere 587 757 518 5,195 4,101 *38,706 
Mixed Citrus Fruits: 
a 213 163 ss 903 +s *4,725 
Mixed Vegetables: P 
| eee 460 *488 329 *27,769 23,500 23,913 
Onions: 
ere 373 *488 398 *22,312 21,215 29,479 
Oranges: 
| ee 2,065 2,777 1,199 15,643 19,209 *78,394 
Peppers: 
DOCRE cccce ies a 15 26 981 1,261 2,536 
Spinach: 
Ere 259 *290 210 *1,483 1,545 7,514 
String Beans: 
. eae 13 9 71 98 225 4,996 
Sweet Potatoes: 
ar 347 *418 344 *10,760 11,170 13,948 
Tomatoes (Old Crop): 
OO ere 8 17 2 *25,878 23,965 24,234 
Tomatoes (New Crop): 
WE. setsuoces 7 | 15 28 32 *25,878 
Summary Potatoes: 
Leading Sec- 
tions, Late 
re 2,249 3,383 2,706 82,509 96,749 193,404 
Other Sections, 
Late Crop. 56 67 29 17,378 13,542 15,117 
Early Crop.... 3 6 0 49,655 33,319 33,391 
"EOCR vce 2,308 3,456 2,735 149,542 143,610 241,912 





** Unavailable. 


COAL PRODUCTION AND SHIPMENT 


“The rate of production of soft coal changed but little in 
the week ended December 13, and appears to have found a 
level near the 10,700,000-ton mark,” says the Geological Survey 
in its current coal report, which, in part, follows: 


Preliminary estimates place the total output at 10,723,000 net 
tons, an increase of 111,000 tons. 

Production of soft coal during the first 293 working days of the 
calendar year 1924 was 444,520,000 net tons. In the six preceding 
years it was as follows: 
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Years of activity Years of depression 


So) 559,857,000 net tons 1919... cee 441,016,000 net tons 
1920... cc cvese 541,658,000 net tons ere 398,548,000 net tons 
1925... 2000 524,136,000 net tons | > Seer 399,679,000 net tons 


The production of anthracite declined to 1,772,000 net tons in the 
week ended December 13. This decrease of 42,000 tons appears to 
have been due largely to the celebration of a church holiday on De- 
cember 8, and shipments on that day were but little more than half q 
normal Monday’s loadings. Work was resumed promptly on Tuesday, 
and the total loadings on the five days remaining exceeded some- 
what those of the corresponding days of the preceding week. Com- 
parison with the corresponding week of 1923 shows that the present 
level of weekly production is 175,000 tons below that last year. 

The all-rail movement of coal to eastern New York and New 
England was marked by a sharp increase in the second week of De- 
cember. According to reports to the American Railway Association, 
3,180 cars of bituminous coal and 3,327 cars of anthracite were for- 
warded through the rail gateways over the Hudson. Comparison 
with the week before shows increases of 12 per cent and 21 per cent, 
respectively. The present rate of soft coal movement into this ter- 
ritory is practically the same as at the corresponding date of a year 
ago, and the rate of anthracite movement is about 13 per cent lower, 

Dumpings of bituminous coal at Hampton Roads declined to 413,- 
997 net tons in the week ended December 13. This loss of 49,335 
tons was due principally to decreases of 22,873 tons and 14,399 tons, 
respectively, in exports and cargoes consigned to New England. 
Dumpings for the ‘‘other coastwise’’ trade and for destinations ‘“‘in- 
side capes” declined somewhat. 

The lake season of 1924 virtually closed in the week ended De- 
cember 14. During that week 76,824 net tons of bituminous coal were 
dumped, of which 3,871 tons were cargo coal and 2,953 tons were 


vessel fuel. In the corresponding week of 1923, dumpings totaled 48,- 
567 tons. 


Cumulative dumpings of cargo coal from the beginning of the 
season to December 14 stood at 22,947,798 tons, a decrease of 6,776,522 


V44 


tons, or 23 per cent. The record of 1924, however, greatly exceeded 
that of 1922 and was somewhat larger than that of 1921. Compared 


with the average of the four preceding years there was a slight 
decrease. 


PERFORMANCE OF ROADS 


“The record freight traffic in October, the largest for any 
single month ever reported, was handled the most expeditiously 
and with the greatest efficiency on record by the railroads of 
this country,” says the American Railway Association. “As a 
result, the millions of dollars were saved to the shipping public 
by the prompt movement of commodities to market. 

“This was accomplished not only by the prompt loading 
and unloading of freight, but by speeding up the movement of 
both loaded and empty cars and by increasing the load carried 
per train. 

“The daily average movement per freight car in October 
was 30.7 miles, the greatest for any month in history except 
October last year, when the same mark was equaled. 

“In computing the average movement per day, however, 
account is taken of all freight cars in service, including cars 
in transit, cars in process of being loaded and unloaded, cars 
undergoing or awaiting repairs and also cars on side tracks 
for which no load is immediately available. 

“When it is considered that the railroads in October had a 
daily average of nearly 100,000 surplus freight cars in good 
repair compared with 27,000 last year and only 2,650 in 1920, 
and had about 200,000. freight cars in need of repair or an in- 
crease of about 45,000 compared with October last year, and 
28,000 over the same month in 1920, the average movement 
of freight cars in October this year was even somewhat higher 
than the figure 30.7 would seem to indicate. 

“The average number of cars per train in October, 1924, 
was the greatest on record, amounting to 48.3 cars compared 
with 41.3 in 1923 and 38.4 in 1920. The average load of freight 
per train also was the greatest on record, being 770 tons com- 
pared with 722 in 1923 and 737 in 1920. This necessarily re- 
sulted in more freight being handled with less locomotives than 
ever before. This accounts for the fact that while the railroads 
handled the greatest freight traffic in October this year on 
record for any month, they had approximately 5,000 serviceable 
locorhotives in storage which it was unnecessary for them to 
put into service. 

“The average speed per freight train, which includes various 
delays encountered by a train during the course of its journey, 


was 11.4 miles per hour, which was greater than that for either 
October 1923 or 1924.” 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period, De- 
cember 8-14, inclusive, was 223,431 cars, as compared with 208,- 
451 cars in the preceding period, the increase being due to the 
seasonal decline in demand for cars, according to the car serv- 
ice division of the American Railway Association. The average 
daily shortage was 269 cars. 

The surplus was made up as follows: Box, 75,268, ven- 
tilated box, 240; auto and furniture, 11,197; total box, 86,705; 
flat, 8,619; gondola, 42,794; hopper, 57,999; all coal, 100,793; 
coke, 2,170; S. D. stock, 11,646; D. D. stock, 2,359; refrigerator, 
9,770; tank, 147; miscellaneous, 1,222; total, 223,431. 

The shortage was made up of 167 box, 5 auto and furniture, 
2 flat, 30 gondola, 15 hopper, 38 S. D. stock, 10 D. D. stock, and 
2 refrigerator cars. 

Canadian roads reported a surplus of 17,150 cars, made up 
of 13,450 box, 2,800 flat, 200 gondola, and 700 S. D. stock cars, 
and a shortage of 100 refrigerator cars. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
"“ipeteun, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Delivery of Goods Held to Exonerate Carrier from Liability if 
Delivered to Right Person, Though Receipted for Under 
Trade Name Other than that Used in Addressing Goods: 
(Supreme Court of Mississippi, Division B.) Where goods 

are shipped by a trader through an express company to a per- 

son doing business under a trade name, and the goods are 
actually delivered at the address to which it is consigned to 
the person doing business under the trade name, it is a good 
delivery, even though the receipt is signed in another trade 
name. If the person who orders the goods receives them from 
the carrier, the delivary is good, and the carrier is not liable 
to the shipper for a misdelivery.—Southeastern Express Co. vs. 

Kimball, 101 Sou. Rep. 563. 

General Rule Stated as to Law Governing Rights and Liabilities 
of Parties Under Contract of Interstate Shipment: 
(Supreme Court of Georgia.) This being an interstate ship- 

ment, the rights and liabilities of the parties are to be deter- 

mined by the acts of Congress, their construction by the Su- 
preme Court of the United States, the original contract of 
shipment, and common-law principles applied by that court.— 

American Railway Express Co. vs. S. & W. Estroff, 125 S. E. 

Rep. 40. 

Statutory Provisions: 


By the act of March 4, 1915 (chapter 176, 38 Stat. 1196), 
known as the Cummins act (Comp. St., sec. 8604a), a carrier 
receiving property for transportation in interstate commerce 
is required to issue a receipt or bill of lading therefor, and, in 
case of loss or injury thereto, is liable for the full actual loss, 
damage, or injury to such property, notwithstanding any limi- 
tation of liability, or agreement as to value in any such receipt 
or bill of lading, or in any contract, rule, regulation, or tariff 
filed with the Interstate Commerce Commission. 

(a) By the act of August 9, 1916 (chapter 301, 39 Stat. 
441), known as the Cummins amendment (Comp. St., sec. 8604a), 
the above provision of the act of 1915 does not apply, first, to 
baggage, and, second, to property, except ordinary live stock 
received for transportation, concerning which the carrier shall 
have been expressly authorized or required by order of the 
Interstate Commerce Commission to establish and maintain 
rates depending upon the value declared in writing by the ship- 
per, or agreed upon in writing as the released value of the 
property, in which event the shipper can recover no amount 
exceeding the value so declared.—Ibid. 

To Be Binding on Shipper in Interstate Shipment, Writing Con- 
taining Declared or Agreed Value Need Not Be Signed by 
Him: 

To make such declaration or agreement effective and bind- 
ing upon the shipper, it is not essential that the writing contain- 
ing such declaration or agreement be signed by the shipper; 
but it is sufficient if the carrier’s receipt or bill of lading given 
to the shipper on receipt of his goods for shipment contains 
such declaration or agreement, and the shipper accepts, re- 
ceives, and acts upon such receipt or bill of lading, the shipper 
by his acceptance thereof being presumed to know and accept 
the terms and conditions of the written receipt or bill of lading. 
—Ibid. 

Shipper in Interstate Shipment Cannot Escape Effect of Declara- 
tion or Stipulation of Value by Bringing Action for Trover: 
Where there is such declaration of value or agreement as 

to the released value of the goods shipped, the shipper cannot 
escape the effect of such declaration or stipulation by bringing 
an action of trover for the recovery of the goods shipped, thus 
treating as a conversion the loss of the goods by the carrier 
and its refusal to deliver them on demand.—Ibid. 

Instruction that Shipper Could Escape Effect of Declaration or 
Agreement as to Value by Suing in Trover Held Harmless 
Error: 

An instruction by the trial judge to the jury, contrary to 
the principle announced in the last headnote, is erroneous, but 
is harmless, in the absence of such declaration of value or 
agreement as to the released value between the carrier and the 
shipper.—Ibid. 

Declaration or Agreement as to Value Must Be Made at Time 
of Contract of Interstate Shipment, to Enable Carrier to 
Establish Limited Liability; Delivery of Carrier’s Receipt 
Containing Agreement as to Value, Four or Five Months 
After Shipment Held Not Sufficient to Sustain Defense of 
Limited Liability: 

To enable the carrier to establish its defense of limited 
liability in this case, it is fundamental and essential that the 
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shippers either declared the value of their property or agreed 

with the carrier as to its released value, at the time the con- 

tract of shipment was entered into. 

(a) In the absence of such declared value by the shippers, 
and of any agreement between the carrier and the shippers 
as to the released value of the goods at the time they were 
delivered for transportation, the fact that the carrier’s agent 
prepared and signed a receipt theréfor, which contained an 
agreement as to the released value of the shipment, the ship- 
pers knowing nothing of its preparation and execution, and it 
not having been delivered to them until four or five months 
after the shipment was made and the loss of the goods, did 
not amount to a declaration of value or agreement as to re- 
leased value, and was not sufficient to sustain the carrier’s 
defense of limited liability. 

(b) While the ruling made by the Court of Appeals in the 
first headnote of its decision in this case is too broad as to 
interstate shipments, we think the result reached by the Court 
of Appeals is correct, and that its judgment should be affirmed. 
—Ibid. 

Storage of Freight; “Place of Delivery” Means Unloading Plat- 
form or Other Place Customarily Used for Delivery: 
(District Court, N. D., Iowa, Cedar Rapids Division.) Un- 

der the provision of a uniform bill of lading that, if property 

is not removed by the consignee within 48 hours after notice, 
it may be kept in the car depot or “place of delivery of the 
carrier, or warehouse, subject to a reasonable charge for stor 
age,” or removed and stored in a public warehouse, the “place 
of delivery” meant is either the unloading platform or some 
other place customarily used for the delivery of freight, and 
calculated, by reason of its character, location, supervision, or 
care to afford protection against the usual hazards to unstored 
or unguarded property.—Chicago Great Western R. Co. vs. 

David, 1 Fed. Rep. (2d) 729. 

Unless Property Is Properly Cared for, Storage May Not Be 
Charged: 

Where a shipment of steel posts carried by a railroad under 
a uniform bill of lading, which were not taken away by the 
consignee, were removed by the railroad company from the 
unloading platform, and piled on the open right-of-way, near 
a public road, from which place a large number of the posts 
— stolen, the company held not entitled to charge storage.— 
Consignee Permitting Property to Be Left by Carrier Unguarded 

and to Be Sold for Storage Charges May Not Recover for 

Conversion: 

The consignee of a shipment of steel posts, who did not 
remove them from the station of delivery, and who had full 
knowledge that they were left by the railroad company exposed 
and unprotected, and after some had been stolen permitted the 
company to sell the remainder for storage charges without 
— held not entitled to recover for their conversion.— 


DELAY IN TRANSPORTATION OR DELIVERY 


One Having Opportunity for Forming Correct Opinion of Market 
Value May Testify Thereto: 

(Supreme Court of Alabama.) Under Code 1907, sec. 3960, 
direct testimony as to market value is in nature of opinion 
evidence, and one need not be expert or dealer in article, but 
may testify as to value if he has an opportunity for forming 
a correct opinion.—Atlantic Coast Line R. Co. vs. Enterprise 
Oil Co., 101 Sou. Rep. 605. 

Shipper’s Secretary and Treasurer Held Qualified to Give His 
Opinion of Market Value of Peanuts at Destination: 

In action against carrier for deterioration of peanuts on 
account of unreasonable delay, secretary-treasurer of shipper 
held qualified under Code 1907, sec. 3960, to give his opinion 
= sy market value of peanuts at destination in another state.— 

id. 

General Rule as to Damages Recoverable for Delay in Trans- 
portation Stated: 

Where goods shipped have depreciated in market value 
during delay in shipment, or if they have depreciated in quality 
because of delay, damage is difference between market value of 
goods at time and place at which delivery should have been 
i and market value when delivery was actually made.— 

id. 

Burden on Shipper to Show Good Condition of Shipment When 
Delivered to Carrier, and Contrary Condition on Arrival at 
Destination: 

Where shipper sued carrier for unreasonable delay in ship- 
ment of peanuts, burden was on shipper to show prima facie 
that peanuts were sound and in good condition when delivered 
to carrier, and were not in that same sound good condition 
when delivered at point of destination.—Ibid. 

Carrier Not Party to Contract of Connecting Carrier with Con- 
signee Held to Have Terminated Its Liability Where It 
Delivered According to Its Contract: 

Where initial carrier of shipment to order of shipper, notify 
B. Co., Green Bay, Wis., was not party to agreement between 
connecting carrier and B. Co. for delivery of cars to third 
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railroad for placing on B. Co.’s sidetrack, its liability terminated 
when car reached Green Bay, and B. Co. was notified of its 
arrival, and it was delivered to such third railroad.—Ibid. 
Shipper Held Not to Have Discharged Burden of Proving Ship- 
ment Unsound on Arrival at Destination, so that Affirmative 

Charge Was Proper: 

Shipper held not to have discharged burden of proving un- 
sound condition of shipment on arrival at destination, by prov- 
ing condition eight days later, so that affirmative charge should 
have been given.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Cappulaht by West Publishing Co. ) 





REGULATION OF COMMON CARRIER 

Interstate Rates May Not Be Changed, so as to Result in Dis- 
crimination: 

(Supreme Court of Alabama.) With respect to interstate 
shipments, rates established according to law may not, by im- 
portunity, mistake, or otherwise, be changed for advantage of 
individual shippers, nor may any special advantage or discrimi- 
nation be secured by contract or otherwise.—Louisville & N. 
R. Co. vs. A. H. Cleaver & Co., 101 Sou. Rep. 597. 

Stipulation in Bill of Lading for Compressing Cotton Held Void 
as Attemtped Discrimination in Favor of Particular Shipper: 
Stipulation indorsed on bill of lading covering cotton ship- 

ment, in words “to be compressed in transit,” held void as to 

intrastate shipment, in view of Code 1907, sec. 5531, and void 

as to interstate shipment, in view of U. S. Comp. St., sec. 8597, 

as attempted discrimination in favor of particular shipper.— 

Ibid. 

Inducing Carrier by Deception to Illegally Transport a Carload 
of Coal Held Not the Receiving of a “Concession:” 
(District Court, Ed. Michigan, S. D.) Obtaining the fur- 

nishing of a car for, and the transportation by a carrier of, a 

carload of coal, in violation of Service Order No. 23 of the 

Interstate Commerce Commission of July 25, 1922, by means 

of an order for the coal ostensibly for hospital purposes, which 

was entitled to preference, but which coal was diverted to other 
uses, not preferential, held not the acceptance or receiving of 

a “concession,” made an offense by Elkins act, sec. 1, as amended 

by Hepburn act, sec. 2 (Comp. St., sec. 8597 (1)).—United States 

vs. P. Koenig Coal Co., 1 Fed. Rep. (2d) 738. 

“Concession” means a voluntary grant or yielding to a 
claim or demand, and connot be applied to something obtained 
through deception or trickery.—Ibid. 

Action to Recover Charges Before Transportation Act Governed 
by State Limitation Statute: 

(Circuit Court of Appeals, Eighth Circuit.) An action by 
a railroad company to recover charges, before the passage of 
transportation act 1920 (Comp. St., sec. 8563 et seq.), was gov- 
erned as to limitation by the state statutes——Button vs. Atchi- 
son, T. & S. F. Ry. Co., 1 Fed. Rep. (2d) 709. 

Statute May Be Given Retroactive Effect Where It Would Im- 
pair No Existing Right: 

A statute of limitation is construed as operating propectively 
only where in the particular case, if retroactive, it would at 
once bar a right of action existing under the former law at 
the time of its passage, but, if no right is impaired or destroyed 
by giving it a retroactive effect, the reason of the rule ceases, 
and the rule itself should cease.—Ibid. 

Limitation of Action to Recover Charges; Time Not Extended 
by Transportation Act: 

Where an action by a carrier to recover charges was not 
barred by the state statute of limitation of three years, but a 
reasonable time for commencement of the action still remained 
at the time of enactment of transportation act Feb. 28, 1920, sec. 
424 (3), being Comp. St. Ann. Supp. 1923, sec. 8584, and pro- 
viding that such actions shall be begun within three years from 
the time the cause of action accrues, “and not after,’ the fed- 
eral statute should not be construed to extend the time for bring- 
ing the action for three years from the date of its passage and 
beyond the time fixed by the prior state statute, which it super- 
seded, but should be construed as it reads, and the action is 
barred in three years after the cause of action accrued.—Ibid. 
Law Against Charging Less than Published Rate, Not for Benefit 

of Carrier, but to Protect Public; Limitation of Statutory 

Right of Action Does Not Impair Vested Rights: 


The provisions of interstate commerce act requiring car- 
riers to charge no less than their published rates, and giving 
them the right to recover the difference if a lower rate is paid, 
are not for the benefit of the carrier, but for the protection 
of the public from discriminations, and a limitation by Congress 
of the time within which an action for such recovery may be 
brought violates no vested right of the carrier.—Ibid. 
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OHIO COAL RATES AGAIN 


The Trafic World Washington Bureay 


August G. Gutheim, attorney, and C. J. Goodyear, traffic 
manager, for the Pittsburgh Coal Producers’ Association, have 
asked the Commission to suspend supplement No. 4 to Davis’ 
I. C. C. No. 44, and to institute a thirteenth section investigation 
into the lawfulness of rates, on coal, established by supplement 
No. 4, to Davis’ Ohio No. 44. They are identical documents, 
reducing rates on coal from Ohio coal districts to northeastern 
Ohio destinations, of which, Akron is typical, without making 
corresponding reductions in the rates from the related western 
Pennsylvania and northern West Virginia districts. 

The reductions would be six cents per ton from some and 
nine cents from other Ohio districts. The intrastate rates went 
into effect December 1, on two days’ notice to the Ohio utilities 
commission. The interstate supplement, unless suspended, will 
become operative January 1. At the time this was written the 
Pittsburgh operators were the only ones that had made a 
protest against the proposed reductions. 

According to information and belief set forth by Messrs. 
Gutheim and Goodyear the reductions were caused by the 
Wheeling & Lake Erie. They were informed, and therefore 
said they believed, the Wheeling & Lake Erie cut the rates 
so as to induce the reopening of several large mines in the 
Ohio fields and thereby give that carrier more tonnage. The 


protest said the mines were owned or controlled by Akron 
interests. 


Permitting the reduced rates to remain in effect, the pro- 
testing operators said, would result in violations of the first, 
third and thirteenth sections of the interstate commerce law; 
and the dis-establishment of a long standing relationship which 
had been specifically approved by the commission and the 
establishment of which was prayed by the railroads that are 
parties to the Ohio and the interstate tariffs. 

Protestants said that the railroads now parties to the tariffs, 
in April, 1921, filed a complaint with Commission alleging that 
the Ohio commission had forbidden them to establish rates, 
under the permission given by the federal body, in Ex Parte 74, 
necessary to preserve the existing differential relationship, ap- 
proved and definitely established in Bituminous Coal to C. F. A. 
Territory, 46 I. C. C. 166, in which the Commission fixed dif- 
ferentially related rates. 

In Ex Parte 74, Gutheim and Goodyear said the carriers 


were so much exercised about the differential relationship that . 


they proposed to the Commission that whatever rates might be 
allowed as a result of that proceeding, recognition should be 
given in them to the differential adjustment, Ohio in relation to 
Pittsburgh and northern West Virginia. The Pittsburgh pro- 
ducers, in that protest and petition, said that in Increased Rates, 
1920 (Ex Parte 74), the Commission especially adopted and per- 
mitted the proposals of the carriers in that respect. They said 
that not only had the carriers so understood the decision of the 
Commission in that respect, but they had also acted on the 
understanding that the Commission intended the relationship to 
continue. In support of that they pointed to the thirteenth 
section proceeding initiated upon the motion of the carriers con- 
cerned. The petition of the carriers, was favorably considered 
and favorably disposed of in the Ohio-Michigan Coal Cases, 80 
I. C. C. 668. They said the decision in that case confirmed the 
differential adjustment and required that it be maintained. 

In general, the effect of the petition is that the Commission 
inquire why the railroads now are proposing, themselves, to do 
the very thing they asked it to prevent the Ohio authorities 


doing. The Pittsburgh producers suggest that the railroads 
need saving from themselves. 


ST. LAWRENCE PROJECT 


The Trafic World Washington Bureau 


President Coolidge has requested Congress to appropriate 
$275,000 for the purpose of making surveys of the St. Lawrence 
lakes-to-the-sea waterway project and for the preparation of 
plans and estimates by the United States engineers detailed to 
that work. 

The President said in a letter to Congress that he had 
previously communicated to Congress his belief in the advis- 
ability of the improvement of the St. Lawrence and referred to 
the appointment of the advisory committee of which Secretary 
Hoover is chairman. 

“It is most desirable that we proceed as rapidly as possible 
to ascertain the cost of the project,” the Presideat said in his 
letter, “the savings in cost that will be effected in transporta- 
tion of the large quantities of grain and other materials we are 
moving east from the agricultural sections of our country and 
of the return cargoes that may be expected as well as the ex- 
tent to which it will be profitable to develop power on the St. 
Lawrence.” 

The President recommended that the money asked for be 


made available out of existing appropriations for rivers and 
harbors. 


Dec! 
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BETTER TONE IN OCEAN SHIPPING 
The Trafic World New York Bureau 


Following evidences of weakness and lower rates last week, 
the general trend of the full cargo market this week was con- 
siderably better. Rates were maintained at the previous level 
in practically all instances and there were several advances 
which indicated an upward irend. A favorable feature was the 
increase in activity after a prolonged lull. 

Exporters and brokers seemed more optimistic and predic- 

tions of a stronger market after the holiday season were gen- 
eral. This view was expressed by W. B. Keene, vice-president 
of the Fleet Corporation in charge of traffic, who said he was 
confident an improvement would be noted after the first of the 
year. 
‘There is now good reason to believe that the reaction fol- 
lowing the sharp upswing of September and October has run its 
course. This applies both to space on regular liners and to full 
cargo vessels. 

Grain has yielded market leadership for the present to the 
sugar trade. It is estimated that there are now fifteen vessels 
engaged in this traffic from West Indian ports. This has served 
to relieve the pressure in other directions and to impart a 
stronger tone to rates. 

The extent of the recent movement of grain for export is 
now shown in the official figures of the Department of Com- 
merce for the eleven months of the current year. Shipments 
of grain and grain products advanced $97,000,000 to $388,000,000 
over last year. Exports in November alone were $45,000,000 
over the same month of 1923. The largest gains were recorded 
in wheat, rye and barley, while substantial losses were recorded 
in corn, rice, hominy grits and oatmeal. 

The grain movement at present consists largely of ship- 
ments from North Atlantic ports to the Mediterranean, a traffic 
that had been expected for some time but which was later than 
usual. A feature of the existing market also is the heavy ex- 
portation of cotton, especially from the Gulf ports. 

Most of the grain fixtures this week were at 16% cents a 
100 pounds, though in one instance 17 cents was paid. Further 
inquiries are reported in the market. 

“Our statement last week that long freights were about all 
absorbed is borne out by a fair berth business being done to 
the Continent this week at the going market rate,” said Lun- 
ham & Moore. “Therefore, as demand comes on, rates will 
very quickly reflect it. This is clearly shown by the fact that 
last week January Antwerp berth was freely obtainable at 10 
cents, and since then up to 12 cents has been paid.” 

“Moderate activity prevailed in secondary trades this week, 
furnishing a slightly better yield of fixtures than was the case 
last week,” said Funch, Edye & Co. “The major trades, coal 
and grain, both continued desultory but rates in every instance 
appear to have been maintained on the levels previously held, 
justifying, partly at least, the belief that there is no imminent 
likelihood of further serious recessions.” 

Coal trade to the Mediterranean showed more activity on 
the basis of $3 a ton for West Italy with several scattering in- 
quiries for other ports, such as the Adriatic, Greece and Alex- 
andria. The demand for South America was quiet, with rates of 
$3 a ton offered by shippers. 


The sugar market was expanding in anticipation of the 
new crop season, with rates ranging from 20 shillings a ton on 
large vessels to 25 shillings on small ships from Cuba and San 
Domingo to the United Kingdom and Continent. 


An important development of the week was the information 
from San Francisco that as a result of the recent increase in 
fuel oil the steamship lines from the Pacific Coast are contem- 
plating increases in rates early next year. The 1925 quotations 
on fuel oil represent an increase of 40 cents a barrel or gen- 
erally 40 per cent. The expenditures for oil are considered 
about one-fourth of the total operating costs, which, accordingly, 
add ten per cent to the total. In most trades this is sufficient 
to wipe out the margin of profit, if any, with the result that the 
lines are compelled to seek additional revenue. 


This factor will be considered in the intercoastal trade, 
though the element of railroad competition is not overlooked. It 
is expected that some of the lines will urge, when the new 
tariff is considered in February, an increase in the seasonal 
rates on Canned goods, dried fruit and beans. 

Lines to the Far East will meet at New Orleans in March 
to make their rates for the last half of 1925. As the increase 
of 25 per cent made last spring seems to have worked out satis- 
factorily it is expected that there will be agitation for further 
advances. 

Lloyd’s List Freight Index for November shows a decline 
against October of 2.2 per cent to 101.04 per cent, which hap- 
pens to be exactly the same rate at the end of November, 1923. 
This decilne in the rate level was a disappointment to ship 
owners, who had expected the increases of October and Sep- 
tember to be maintained. The North American department 
contributed largely to the decrease, particularly due to the re- 
cession in grains. 
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The United States Intercoastal Conference now has under 
consideration the recommendation of the Pacific Traffic Asso- 
ciation that independent rate-making committees should be es- 
tablished to fix freight tariffs. While no action has yet been 
taken, it is learned that a large number of the members feel 
that the present system, amplified with eastbound and west- 
bound advisory committees, is satisfactory. 


SHIPPING BOARD INQUIRY 
The Trafic World Washington Bureau 


Convinced that an injustice was done him by testimony 
before the House committee investigating the Shipping Board 
and Fleet Corporation which he construed as leaving the infer- 
ence that he had opposed a resolution giving the Fleet Corpora- 
tion a free hand in the operation of the government fleet as 
desired by President Coolidge, Commissioner Plummer, vice- 
chairman of the board, demanded to be heard by the committee 
December 20. The committee granted the request. 

On the preceding day, when President Palmer, of the Fleet 
Corporation, was before the committee, it was revealed that the 
board had under consideration a resolution, approved by Chair- 
man O’Connor and President Palmer, and also by President 
Coolidge, giving the Fleet Corporation wider powers in the 
operation of the fleet. Mr. Palmer testified that such a resolu- 
tion was under consideration but that he did not know what 
action had been taken by the board. 

Representative Lehlbach, of New Jersey, one of the Re- 
publican members of the committee, volunteered the informa- 
tion that he had been unofficially informed that the resolution 
had been rejected by the board by a tie vote of 3 to 3. In con- 
nection with this development before the committee it was 
rumored that Commissioner Plummer had voted against the 
resolution. 

Commissioner Plummer, believing that an effort had been 
made to make it appear that he had voted against the resolu- 
tion, demanded that the committee hear him. He submitted to 
the committee the minutes of the meeting of the board held, 
December 17, when the resolution was under consideration. 
According to these minutes no final action was taken on the 
resolution, Commissioner Plummer moving that further action 
thereon be deferred until President Palmer could be present. 
President Palmer, who was present at the meeting December 
17, had advised the board that he could not attend a meeting 
of the board the following day because he would be before the 
House committee. He said, however, that General Manager 
Cone, of the Fleet Corporation, could represent him at the board 
meeting. 

According to the minutes, Commissioner Plummer then 
made the motion that action be deferred until President Pal- 
mer could be present. Commissioner Lissner moved as a sub- 
stitute that the resolution be taken up the next day and that 
Cone be heard as representing the views of Palmer. The vote 
on that motion was a tie, Commissioners Benson, Haney and 
Plummer voting against it and Chairman O’Connor and Com- 
missioners Lissner and Hill voting for it. The substitute mo- 
tion was declared lost. Then a vote was taken on the original 
Plummer motion to defer action until Palmer could be present 
and the motion was adopted, Lissner voting against it, accord- 
ing to the minutes. The board then adjourned subject to the 
call of the chairman. 

Commissioner Plummer submitted the minutes to the com- 
mittee as proof that final action on the resolution had not been 
taken and also that he had not voted against the resolution. 
The commissioner took the position that President Palmer 
should have informed the House committee, when Representa- 
tive Lehlbach made the statement about rejection of the reso- 
lution, that final action had not been taken. 

Other officials of the board said President Palmer was not 
in the board room when the vote on the motion was taken. 
When informed of Commissioner Plummer’s testimonay before 
the committee, Mr. Palmer said: 

“I never knew anything about it. The board said it would 
have a meeting the following morning and I said I would be 
before the investigating committee but that Admiral Cone would 
be there and I authorized him to handle it for me. I knew ab- 
solutely nothing about it.” 


President Palmer said he had informed the committee that 
he did not know what action, if any, had been taken on the 
— because he did not know what had been done by the 

oard. - 

Commissioner Plummer insisted before the House committee 
that there was an implication in the testimony of Palmer that he 
(Plummer) had voted against the resolution. This resolution, 
it was explained, had been prepared by J. C. Jenkins, assistant 
to Chairman O’Connor, and Admiral Cone, representing Mr. 
Palmer, in an effort to carry out the wishes of the President 
with respect to giving the Fleet Corporation a free hand in the 
operation of the fleet. It was said the resolution had been sub- 
1 to President Coolidge and that he had indicated approval 
of it. 


Commissioner Plummer said that, when the board took up 
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the resolution again, he would submit the following resolution ~ 


as a substitute: 


In confirmation of the powers delegated to the Emergency Fleet 
Corporation by this board in its resolution of Jan. 10, 1924, it is 


Resolved, That it is and was the intent of the board in grant- 
ing the powers delegated by its resolution of Jan. 10, 1924, to give to 
the Emergency Fleet Corporation full and complete power to operate, 
upon such routes as have been or may be established by the Ship- 
ping Board, the passenger and freight ships under the control of the 
board, including full and complete control over all supplies, mate- 
rials and equipment necessary for the maintenance and operation of 
such vessels, as well as control of all wharves and piers assigned to 
the Emergency Fleet Corporation for the operation of such vessels: 


Resolved, Further, That the general counsel is hereby directed 
to assign to the Emergency Fleet Corporation such attorneys as the 
Emergency Fleet Corporation may deem necessary for the proper 
conduct of its legal business incident to the current operations of 
the fleet, including the adjustment of matters connected with the 
operation of the fleet since Jan. 10, 1924. 

Resolved, Further, That the president of the Emergency Fleet 
Corporation is requested to present to this board at any time a state- 
ment of any respects, if any, in which the resolution of January 10, 
1924, is in his judgment insufficient for the above purpose, including 
a statement of the facts on which the suggestions are based. 


, 

Commissioner Plummer said the wording of his resolution 
might be changed, but that he felt a resolution such as was 
before the board should not be adopted because he did not be- 
lieve it was necessary to take such action. He thought a reso- 
lution along the lines proposed by him, defining the intent of 
the board in its “separation” resolution of January 10, 1924, 
would make unnecessary the drafting of an entirely new reso- 
lution. He said he was not opposing the President’s wishes 
in the matter. 


Friction Between Palmer and Board 


President Palmer, in his testimony before the committee, 
went into great detail as to differences between the board and 
the Fleet Corporation. He said testimony given before the com- 
mittee by Commissioner Plummer had not indicated a ‘“co- 
operating attitude” -on the part of the commissioner. He said 
under the resolution of “separation” the board could hold up 
any matter. He said some of the commissioners had co-oper- 
ated fully and that others had not. Continuing, he said: 


It is my belief that the present set-up, which includes the Fleet 
Corporation with administrative and executive functions and the 
Shipping Board with semi-judicial, regulatory or supervisory func- 
tions, cannot result in successful operation of the American merchant 
marine, if the board by law is in a position to exercise all of the 
functions of both organizations at the same time. It seems to me 
that there must be a clear line of demarcation as to the duties of 
the two organizations, and that this must be fixed by law. 

This matter has apparently been under consideration for some 
years, and I note that on April 7, 1924, the Secretary of Commerce in 
a letter to the “Joint Committee on Reorganization of the Adminis- 
— Branch of the Government” enclosed a memorandum and 
stated: 

“In this memorandum you will see that I have suggested a sepa- 
ration of the Shipping Board functions into those of semi-judicial 
regulatory order, and those of purely executive or administrative 
order which I have suggested should be transferred to the Emergency 
Fleet Corporation; that the Emergency Fleet Corporation should be 
equipped with a president selected by the president of the United 
States, a board of directors that would secure co-ordination of the 
different branches of the government.”’ 

In any plan of separation certain general provisions should be 
laid down as a basis of procedure and these items are essential ones: 

(a) That the board should be restored to its original status of 
a regulatory and semi-judicial body for the supervision, control and 
promotion of the merchant marine as a whole. ; 

(b) That the board should be relieved of all matters pertaining 
to the custody and direct operation of shipping properties. 

(c) That the government merchant fleet should be an independ- 
ent entity with the general characteristics of a commercial business 
organization. 

(d) That the board should exercise the same character and 
measure of supervision and control over the Fleet Corporation that it 
exercises over private American steamship companies. 

(e) That the board is a permanent body, while the Fleet Cor- 
poration is an organization of-a more or less temporary character 
which in due time will complete its work and pass out of existence 


Section 28. 


Section 28 was certified by the board as to tonnage on February 
27. After this, the board took up the first consolidation of the Baltic 
routes, and on March 11 approved that consolidation with the with- 
drawal of four ships. 

In Commissioner Thompson’s hearing before the Select Investi- 
gating Committee, he stated that it was astounding that Mr. Palmer 
recommended reducing the number of ships, when section 28 would 
require us to put on so many more. I was never asked for advice 
on this subject, but was questioned in a board meeting as to how 
many ships it should require if section 28 was put into effect. I 
replied that no one could make more than a guess in that matter, 
and this was borne out not only by my own officials but by all traffic 
people in commercial life with whom it was duscussed. I had rec- 
ommended the consolidation and the reduction of some vessels, so 
as to put the lines as far as possible on a business basis, and stated 
to the board that if this plan were carried out we would be in a 
better position to expand logically to meet any situation that arose 
as a result of putting section 28 into operation. I was not informed 
in advance that such action would be taken, and apparently there 
was much doubt as to what the final step would be. I learned of 
the action taken by first reading of it in the press. 

Chairman O’Connor said we could put on 200 additional ships in 
a month to comply with section 28. As a matter of fact, it would 
have taken fully ten months, with an expenditure of approximately 
$10,000,000, to put on these 200 additional ships. But this matter was 
= ponerse to me until after certification had been made by the 

ard. 

Under the present arrangement, with the Fleet Corporation 
charged with the responsibility of the operation of the ships and 
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with some of the members of the Shipping Board passing on matters 
which belong to the operation of the fleet, it has been most difficult 
to make progress and the Fleet Corporation has been greatly handi- 
capped in its work. 


The problem is of itself serious enough to require all the time 
and the closest attention of the Fleet Corporation officials in an en- 
deavor to put the routes on a more business-like basis, but much 
valuable time has been lost in explaining details which would not be 
the subject of inquiry on the part of an ordinary commercial board 
of directors. This loss of time is probably due to the fact that this 
board of directors is sitting daily and hourly in the same building 
as the Fleet Corporation and because some of its members had for 
several years been handling some of the details of one or other part 
of the fleet activities. 


The principal difficulty, however, has been the failure to appre- 
ciate the ordinary business methods necessary in conducting an op- 
eration of this magnitude, and the attitude on the part of some of 
the commissioners, which has resulted in a pronounced lack of co- 
operation when there was every reason to expect that they would 
have been helpful. : 

It is hardly to be expected that a deliberative, semi-judicial, 
regulatory body could at the same time undertake administrative 
and executive functions. I am in full accord with the President’s 
message on the merchant marine in which he proposes a complete 
separation of the Shipping Board and the Fleet Corporation. 

On account of a multiplicity of duties, I have not had time to 
keep a record of all items but in order that the conditions may be 
understood and because of the testimony of some of the commis- 
sioners which I believe is so worded that it may have conveyed a 
wrong impression of the actual situation, I will mention some of 
the specific cases which have made this year a most difficult one 
for the Fleet Corporation in carrying out its work. : 

Commissioner Plummer, before the Select Investigating Commit- 
tee, suggested that the president of the Fleet Corporation had three 
assistants; that he, Mr. Plummer, would not need any of them, and 
that it was an unnecessary expenditure of money. . 

My feeling is that in an immense organization of world-wide ac- 
tivity such as the Fleet Corporation, the least Mr. Plummer could 
have done if he had a desire to co-operate would have been to say 
that Mr. Palmer was in charge and, above all things, he should have 
a — hand in choosing his assistants. The testimony referred to is 
as follows: 


Extract From Hearings Before the Select Committee, April 15, 1924. 


“Mr. Cooper—Now I want to ask you one more question. Do you 
think that the president of the Emergency Fleet Corporation * * * 
needs an assistant statistical and technical advisor, and another as- 
sistant who is an executive and an administrative advisor, and an- 
other one who is a special advisor? 

“Mr. Plummer—I should not need them. 

“Mr. Cooper—Then you indicate very clear there that, in your 
opinion, they can save money right there, do you not? 

“Mr. Plummer—Well, he has not been in the business as long 
as I have. 
> Mr. Cooper—He is not as competent for the job then as you 
are? 

“Mr. Plummer—Well, I am not saying as to that. 

“Mr. Cooper—If you could do it without all those advisors, the 
man that is there ought to be able to do it without those advisors. 

“Mr. Plummer—I think I could, you know. We never can tell 
till we try.’’ 

Public statements of this kind by a commissioner of the board 
appear as an endeavor to discredit the action of the president of the 
Fleet Corporation and is, to say the least, not helpful. 

Commissioner Plummer, on June 4, sent a letter direct to one of 
my subordinates, Mr. Rossbottom, insisting that he should make a 
certain change in the personnel of the United States Lines. This 
followed interference on this matter of several months’ duration and 
it had to do wholly with operating affairs and not with broad gen- 
eral policy. Both Mr. O’Connor and Mr. Plummer frequently stated 
to me that a certain head of department of the United States Lines 
should be discharged, but on a recent audit when the accounts were 
gone over, it was shown that this man’s department was almost the 
only one that was in an entirely satisfactory condition. I quote the 
letter above-mentioned, which was sent direct to my subordinate, 
and I did not know of the matter until the following day when I 
happened to be in the commissioner’s office. He then spoke of it 
and gave me a copy of the letter which he had sent the day before. 
This kind of interference had been going on for several months and 
in addition to taking up a great deal of time does much to undermine 
the morale of the organization. 

“April 4th, 1924. 


“Mr. T. H. Rossbottom, 

“Gen. Megr., United States Lines, 
“45 Broadway, 

‘New York City. 

“Dear Mr. Rossbottom: 

‘| keep hearing criticism regarding our purchasing department 
in New York, and I feel strongly that it will be for the best interests 
of the U. S. Lines if you have a man like Mr. Taylor, who has not, 
and never has had. any New York connections, appointed as an as- 
sistant to Mr. Croft. 

“Tf quote from one communication which has been received re- 
garding Mr. Croft. It says. ‘1. He is not a citizen. 2. He has his 
first papers. 3. He filed his application for his second papers on 
September 28, 1923.’ 

“You know how general has been and still is the criticism of the 
Shipping Board and the Emergency Fleet Corporation for giving em- 
ployment to foreigners. Mr. Taylor is a native of Massachusetts. 
He is a man of the highest character and integrity. His presence 
would be an absolute guarantee that the purchasing department, so 
far as he was responsible for any part of it, would be above criticism, 
and he has the practical knowledge arising from years of experience. 
I feel that his services should be secured at once, for it is very 
seldom that circumstances make available for the board a man so 
well fitted and who can be of such practical value in handling this 
particular kind of work. I regret that I had no opportunity to dis- 
cuss this with you yesterday when you were here. 

“Yours very truly, 
“E. C. Plummer, 
: “Vice-Chairman.” 

In his examination before the Select Investigating Committee, on 
April 11. Chairman O’Connor referred to two of the vice-presidents 
of the Fleet Corporation by name, leaving the definite impression in 
the mind of anyone reading the testimony that these officials had 
recommended to the board that the managing operators be given 3 
or 4 per cent more than was necessary for the Government to pay. 
Mr. O’Connor called these particular men ‘‘experts,’’ and then stated 
that he had not paid much attention to ‘“experts’’’ advice. 

These two vice-presidents tell me that they did not recommend 
3 or 4 per cent more than was necessary to pay and I can find noth- 
ing in the files to show that such proposal was made. I am con- 
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yinced that Mr. O’Connor did not have a clear understanding of this all the more important because the fall in dollar exchange has done 
situation and it is shown that he did not understand a most impor- much to improve the prospects of American importers during the 
tant clause in this same agreement drawn up by his committee and past three months. Their trade is mainly in American spec alties 
paving to do with foreign agency fees. To my mind, these are — * *_*% : ¢ 
tinctly operating matters and you cannot expect the commissioners It must be remembered that conditions in the United States to- 
f a semi-judicial deliberative and regulatory. poard to be ualified day tend to increase the efforts of American manufacturers to dis- 
to pass intelligently on such matters unless they actually take over pose of their wares in Argentina * * *, It must be admitted that 
the active operations of the vessels and turn over their primary func- as a new country Argentina frequently finds itself better understood 
tions to some other organization. The statement of Mr. O’Connor to by American pusiness men than by the staidly conservative English- 
the Select Investigating Committee on this matter tends to discredit men who hark back to the methods and precedents of twenty years 
the personnel of the Fleet Corporation and makes our problems more 480. n : é 
difficult. that Argentina, con ever ‘t rea vg hoy a i aa 
n their examination b fore the Select Investi ating Committee, on the other hand, never. reat her as being unect ed, and are 
ane of the xa nissioners. rrongly Seiticized a the officials © Gsually willing to consider even an apparently extravagant proposi- 


Kleet Corporation whose salary was raised b the Shipping Board tion provided that they see any chance of turning it to a profit. 
om before r joined the organization, nl By ~~ not been Fie fmf Be Bye Aang occupy, More fers. of the posltime — yaaa ar 
Nl : : ad he efore : ; 

raised by the Fleet Corporation, and who was retained in the employ delivery, change of specifications at the last minute, etc., the Amer- 
Corporation in the early part of this year. The criticisms relatea 4 SOO are strikingly accommodating. 

to occurrences while he was employed by the Shipping Board. AP- This bears out the reasonable assumption that the Ameri- 


parently the Shipping Board as a whole was satisfied with his Sserv- 4 7 : 

ices or they would not have retained him. Furthermore, I had to can business man will do well abroad the things that he has 
use great persuasion to get his release from hipping Board employ- been doing well at home, and that whatever deficiencies he may 
ment and 1 succeeded in Betton ase Services only because of the have aA an exporter are in connection with those phases of 
earnest desire of one of the commissioners. to give the Fleet Cor- the trad that w to him 

poration a free hand in the solution of its many problems and to e trade that are new 10 . 


help us in every way. 


sc niacionneiaiieaaee 
| Thi icul: fficial der di i i 
: of the s, particular oficial swe have and Is is, in my omy the ~ NEW RESOLU TION ADOPTED 


; ecutive heads of the departments of the Fleet Corporation. ; 
- 4 io ae pubite aes tending io Giscredht officials of the The Traffic World Washington Bureau 
ee orporation do not show a proper spirit 0 co-operation. iaaj 
‘ Chairman O’Connor sent me a_written memorandum to know By a vote of five to one, Commissioner Haney, Democrat, 
why a certain subordinate nt ber of our organization had been laid of Oregon, voting in the negative, the Shipping Board, Decem- 


off, and said that he didn’t know anything about it put should have ber 22, adopted a new resolution intended to carry out Presi- 


. been informed. This had to do entirely with operations of the fleet, ’ ; ; : i 
1 and with others of a similar nature shows the interference in per dent Coolidge s wish, as outlined in his recent message to Con- 
sonnel matters. These cases amount to @ notice to the personnel gress, that the Fleet Corporation should have @ free hand in 
e 
Ss 


that the board will handle their case if they do not like the way the the operation of the government merchant marine. Commis- 


Fleet Corporation is doing it. The Fleet Corporation’s offices are . j 
next to those of the Chairman and inquiries on personnel matters sioner Thompson was absent on account of illness. The reso- 
can be made verbally at any time. This request, however, was sent lution was explained as going as far as the poard could under 


in as an official memorandum and called for a report in writing. the merchant marine act, which vests final authority over the 
u The memorandum from the chairman 1S as follows: : * 

* August 14, 1924. ships in the board. 

= “The Chairman, : President Palmer, of the Fleet Corporation, after the reso- 
“president, Emergency Fleet Corporation. lution had been adopted, gaid he was most heartily in accord 


“The separation of Mr. Weems as district agent at Galveston has : $ 
recently been called ‘5 the attention of the board. with the President’s recommendations _to Congress that the 
Ty “Would you please furnish me, a8 soon as convenient, a report poard and corporation should be definitely separated by law 


on the reasons specifically ealling for Mr. Weems’ separation, in view and that nothing short of such action by Congress would meet 


1S of his long service with the Fleet Corporation. $ ‘ ; 
is lope .id be glad if this would include copies of any corre- the situation. Pending sugh action by Congress, however, he 
un spondence from the district director concerning ine, matter. said, the agen embodiéd in the resolution was one “we can 
“or, Vv. O'Connor, work under satis actorily.” 
“Chairman.” ; 
1€ It is most difficult to keep any. morale in the Fleet Corporation President Palmer construed the resolution as giving the 
“ when action of this kind is taken by commissioners of the board. Fleet Corporation authority over the handling of vessels, the 
| nat nee Cece canges freee corporate (6, coe gy eno under number of vessels to be operated, toe ports of call and ver 
i ‘ ‘ ‘9 under- Bad . , - 
stand the conditions and who shall pass finally on these personne times of sailings. This view of the resolution also was taken 
ne matters, That is laid down in the poard’s resolution of January 10, bY Commissioner Lissner. 
of a of eng nature show that the Fleet Corporation Commissioner Plummer, vice-chairman of the board, said 
a : ee — a. — _— be in the position of having he had obtained a change in the resolution as originally sub- 
oo - Owing to an unsatisfactory condition of the accounting methods mitted in that the word “routes” was substituted for the word 
- im = ae Ry neon —- nee been going = ~ about Bangg “areas” in a provision to the effect that the poard would de- 
yeat i ad been developed in a ou e last six months, 
win decided to send the general comptroller to New York as assistant to termine the routes to be served. Mr. Plummer rega rded the 
- the general manager of the Hint oller ta situation which required change as important because he construed it as leaving to the 
ea Papen — cA Be ny matter, of egy I —. board the question of whether service from @ given port in 
: mnor and to m wha proposed to do in is ; ; $ 
ond matter and the reasons therefor. He said he didn’t want Mr. Burke the = oe aig should be eliminated. He said it, be er 
. to go unless he said that he wanted to and that he thought the rest view that, un er the resolution, the Fleet Corporation coul 
< .= — — ng —_ — it — Ly happened Loved omit calls at given times at given ports, but that it could not 
‘ , o requested, but whe er he wanted to ; ; 
ae) go or not, it was a matter that should have been left entirely to my —" abandon service from a port without approval of 
. judgment, as head of the Fleet Corporation, as I am responsible for the board. 
ine this as well as all other matters of operation. “This was interference Adoption of the resolution was construed in poard circles 


on Mr. O’Connor’s part which, if carried out, could only result in 
injury to the corporation; furthermore, it is distinctly harmful to the ed aoe og pal the D c: of the board to meet the wishes - 
injuye to have any one of the personnel of the Fleet Corporation resident Coolidge wit respect to the Fleet Corporation having 


understand that a transfer of this kind is to depend on their own 4@ free hand without interference by the board in detailed mat- 


—— ee eet Ey BA Eng of the corporation as de- ters of operation, and also, if possible, to avoid legislation sep 
Chairman ©’Connor sent for me and told me that he and Com- arating the two bodies. 


a a Framer onet ll = vase St the — Grestet ot Another change made in the resolution was that the Fleet 
g i e wa o know W i i 
-. he was going. This direcor was sent abroad on operating matters of - ~~ ey — oo ee to do its legal work, while 
great importance to the Fleet Corporation and there was certainly e board wou employ lawyers 10F litigation involving claims 
ine = LP og or criticism on such & matter by any com- growing out of the war period. As originally drafted, it was 
his Commissioner card. er objected to the vice-president in charge —= ~~ Kay tne —, that the Fleet Corporation should 
of traffic going abroad. He sent for te und told me that the mem- employ the lawyers, the poard to make selections from such 
a pm = = ae ete erg wanted to otra a", he lawyers for its work. 
= : ey not want him. sen s traffic vice- ‘ i 
tts —, abroad on matters to_do with our traffic problems, an ce A. ye ee ~ ap ongng sree — acon a 
_ his action on the part of Mr. Plummer was 6 direct interference. rtain parts e resolu ion from a legal stan poimt. 
vad Arg My = . better — the investiga rest ae a stating A “saving clause in the resolution reserves to the board 
e glad to have the ¥ ce-president in charge ? all powers vested in it under the law This was inte reted 
sm, traffic go with them and that th would take thi : “ti . rhe 
nce traffic go with fies with him en ——— this opportunity to as meaning that the board, at any time that it believed the 
his AMERIC “on Corporation, had mach tation and pero dag qouuien 
his AN EXPORTING METHODS mace 
(J. R. McKee in Commerce Reports.) The text of the resolution follows: 
So much has been said about shortcomings of the Ameri- whereas, It is the desire of the United States Shipping Board, 


can exporter that it .is refreshing to hear a word in his praise as far as possible, to place the. conduct of its shipping business on 
» a basis approximating commercial precedent and practices, and 


on 7 
ints on when it comes from his competitors. The follow- ‘Whereas, It is the declared purpose of the Board that in the 
in g are extracts from a letter from the special correspondent operation of ships and handling of government property by the 
- - the vs Times in Buenos Aires, published in the October aa — Reet aay ont, pared Emergency — pare 
num A on shall repo oO e ipping Board as o a board 0 rectors 
ay. journal: er of the Trade and Engineering Supplement to that exercising the usual advisory capacity in the determination of broad 
ed ° policies and holding the management responsible for results, in 
Bri i the same manner as large business organizations function; and 
nd _ ritish exporters to the Plate must watch very carefully the in order more clearly to define this relationship between the Ship- 
h- ; — of American trade, and regard it with attention just as ping Board and the Emergency Fleet Corporation in line with the 
bn- great as that which they are evidently prepared to give to German Board’s desire as above expressed, 


efforts, if they intend to maintain their lead in the market. This is Therefore Be It Resolved, That the resolution of the United 








1446 THE TRAFFIC WORLD 


States Shipping Board passed September 30, 1921, as amended 
ane? 10, 1924, be and the same is hereby amended to read as 
follows: 

Whereas, The Merchant Marine Act, 1920, provides that the 
power and authority thereby vested in the United States Shipping 
Board may be exercised either directly by the Board, or by it through 
the United States Shipping Board Emergency Fleet Corporation, ex- 
cept as therein otherwise specifically provided, and 

Whereas, In the opinion of the Shipping Board, the executive 
and personnel organization of the Emergency Fleet Corporation is 
equipped to efficiently exercise through the United States Shipping 
Board Emergency Fleet Corporation various administrative powers 
and functions, thus making it possible for the United States Ship- 
ping Board to devote its attention to study and determination of 
the broad and constructive questions of policy relating to the main- 
tenance, development and encouragement of the American Merchant 
Marine, under the powers and duties imposed upon the United States 
Shipping Board by law. 

Therefore Be It Resolved, That it is the sense of the United 
States Shipping Board that neither its chairman nor any member 
of the board should hold any office of the Emergency Fleet Cor- 
poration, and that no member of any department of the Shipping 
Board should hold any office of the Emergency Fleet Corporation 
unless the Shipping Board and the board of trustees of the Emer- 
gency Fleet Corporation concur. 

Be It Further Resolved, That the power and authority vested in 
the Shipping Board by the Merchant Marine Act, 1920, shall be ex- 
ercised by it through the Emergency Fleet Corporation in the fol- 
lowin ——- and to the extent and in the manner hereinafter 
provided: 

1. The selection, employment or removal of all officers and em- 
ployes of the Emergency Fleet Corporation and their compensation 
shall be under the control of the Board of Trustees and/or officers 
of that corporation in the manner provided for in the by-laws of 
said corporation, provided, however, that the salaries and other 
compensation of the officers and of the Trustees shall be subject to 
the approval of the board, and provided further, that the selection, 
employment or removal of such attorneys as are engaged in handling 
construction claims or litigation arising from the same shall be sub- 
ject to the approval of the board. 

2. The management, operation, maintenance and repair of vessels. 

3. In accordance with the provisions of Section 7 of the Mer- 
chant Marine Act, 1920, the Shipping Board will determine the trade 
routes to be served. The Emergency Fleet Corporation will make 
such disposition and allocation of the vessels to serve these routes 
as will insure efficient and economical operations. 

4. The completion or conclusion of any construction, or recondi- 
tioning work upon vessels which has heretofore been or mey be 
authorized by the United States Shipping Board. 

5. The sale of vessels on terms and conditions laid down by the 
board and at such prices as the board approves. 

6. The operation and sale of housing projects, real estate, rail- 
road and other similar property, as approved by the board. 

. 7. The operation and sale of dry docks as approved by the 
oard. 

8. The custody and sale of all other property and materials. 

9. All accounting for the Emergency Fleet Corporation. 

10. The insurance of vessels and other property in its custody; 
and matters pertaining to such insurance. 

11. The management and physical operation of piers, and pier 
warehouses and terminal facilities owned by or assigned to the 
Shipping Board. 

12. The leasing and rental of offices, warehouses, docks and 
storage facilities deemed essential by it for its business and for its 
terminal facilities. 


13. The disbursement and expenditure of all moneys arising out 
of operations, or otherwise in connection with the delegated powers; 
also moneys arising from appropriations heretofore or hereafter made 
by Congress for the use and expense of the Emergency Fleet Cor- 
poration, as allotted by the Shipping Board, subject to the limita- 
tions of any or all acts of —— pertaining thereto. 

14. The settlement, including payments or collections, of all 
matters arising out of the above mentioned powers before or after 
the date of this resolution. 


15. All matters incidental to any of the foregoing powers, in- 
cluding the negotiation, preparation and execution of contracts, 
charters, bills of sale, leases, operating agreements and other in- 
struments necessary or convenient to the exercise of such powers 
are hereby conferred upon the Emergency Fleet Corporation. 


Be It Further Resolved, That an accurate record shall be made 
of the proceedings of every meeting of the Trustees of the Emergency 
Fleet Corporation and a summary thereof be transmitted to the 
chairman and each commissioner of the Shipping Board. 

Be It Further Resolved, That the voting power upon the stock 
and the control of the United States Shipping Board Emergency 
Fleet Corporation shall remain with the United States Shipping 
Board, according to law; and the president and each of the trustees 
of the Emergency Fleet Corporation shall deliver to the secretary 
of the Shipping Board their several qualifying shares of stock in 
the United States Shipping Board Emergency Fleet Corporation, 
duly endorsed in blank for transfer; and the officers of the Emer- 
gency Fleet Corporation shall deliver to the president of the Emer- 
gency Fleet Corporation their several resignations for acceptance 
at his pleasure; and the president and trustees of the Emergency 
Fleet Corporation shall deliver to the secretary of the Shipping 
Board their several resignations for acceptance at the pleasure of 
the Shipping Board. 

Be It Further Resolved, That in passing this resolution the 
United States Shipping Board declares that it is its policy to dele- 
gate to the Emergency Fleet Corporation, all power, authority and 
control essential to the full and efficient operation by it of all lines 
at present operated or which may be hereafter authorized, and the 
full performance of all powers and authority hereby delegated. All 
vessels, whether active or inactive, are hereby placed in the custody 
and care of the Emergency Fleet Corporation. 

Be It Further Resolved, That nothing herein contained shall be 
construed as a transfer of title or ownership of vessels, docks, or 
other property, real or personal, belonging to the United States; 
the possession and control by the Emergency Fleet Corporation of 
any vessels or other property delivered to it under this resolution 
shall be solely that of an agent, with limited powers. All contracts, 
and agreements made by the United States Shipping Board Emergency 
Fleet Corporation shall clearly show that the same are contracts and 
agreements of the United States Shipping Board acting through the 
United States Shipping Board Emergency Fleet Corporation as its 
authorized agent. 

Be It Further Resolved, The right and duty of the Shipping 
Board to exercise any and all powers of supervision and control 
vested in or imposed upon it by law remain in full force and effect. 
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Be It Further Resolved, That all resolutions, general or specia] 
orders or office memoranda of the United States Shipping Boarq 
heretofore passed, inconsistent with the resolution of January 19 
1924, as amended hereby, are repealed, in so far as they conflict 
with the provisions of this resolution. 


Although the Shipping Board adopted a new resolution 
giving the Fleet Corporation more authority, the plan for leg. 
islation definitely separating the two organizations will not be 
dropped, it was indicated in official circles. Those who take 
the position that a separation must be effected by law do not 
expect legislation at the present session of Congress, but they 
say that the plan will be pushed vigorously at the next session 
of Congress. It is their position that, as long as the board 
has authority under the law to interfere with the Fleet Cor- 
poration, situations will develop where the board will exercise 
that authority. 

It was not expected that President Palmer’s testimony be- 
fore the House committee would promote harmonious relations 
between Palmer and certain members of the board. Mr. Pal- 
mer’s testimony was generally regarded as probably the frank- 
est statement that had been made to a congressional committee 
about the affairs of a government department in a long time. 





OFFICIALS URGE IMPROVEMENTS 


The Trafic World New York Bureau 


Discussing marine problems from a new angle, Thomas H. 
Rossbottom, managing director of the United States Lines, and 
Robert F. Hand, assistant manager of the marine department 
of the Standard Oil Company, of New Jersey, at the semi- 
monthly meeting of the Propeller Club, said that the steamship 
companies must introduce more efficient methods of operation 


as a preliminary step to national aid to offset handicaps to 
American ships. 


They agreed that some form of direct or indirect assistance 
by the government was necessary to put U. S. lines on an equal 
competitive basis with foreigners, but they pointed out that 


there was considerable room for improvement in the com- 
panies themselves. 


Mr. Rossbottom said that the United States was pre-em 
inently a railroad company and that the success of the trans- 
portation systems was due, in a large measure, to the fact that 
their organizations were permanent. This country has the long- 
est coast line and the poorest merchant marine, he continued. 
Unless some assurance of permanence is held out to officers and 
crews it will be impossible to build up organizations like the 
White Star, Cunard and North German Lloyd, he declared. 


Mr. Hand said that high wages were the principal handicap 
on American shipping. While some method of offsetting dis- 
advantages was being devised, it was possible for the companies 
to effect economies by speeding up their ships, reducing the 
turn-around, standardization of parts and supplies, and other 
means, he said. He suggested that minor repairs on board ship 
should be left until the semi-annual overhals, when competitive 
bids can be secured. 


SHIP YARDS PROTEST ORDERS ABROAD 


The Trafic World New York Bureau 


The fact that a number of American steamship lines and 
industries are placing contracts for new vessels abroad, while 
U. S. shipyards are languising for lack of work, has led to a 
protest by the Atlantic Coast Shipbuilders’ Association in its 
bulletin issued this week, which says: 


During the last year a number of vessels have been built abroad 
for American concerns doing an international business. The ex- 
treme depression in American shipbuilding, which is being con- 
tributed to by the placing of orders abroad for ships for American 
commerce, has long since reached a stage where the plight of the in- 
dustry is a matter of vital importance to other interests as well 
as to the shipbuilders themselves. 

The irregular volume of tonnage contracted for in this country 
also contributes to the higher cost of shipbuilding here. If American 
shipowners adopted the same policy as their foreign competitors in 
the way of contracting ahead for new tonnage, and having a definite 
system in regard to renewal of old vessels, they would materially 
contribute to a reduction in our shipbuilding costs. With this ad- 
vantage American shipyards would be. able to distribute their over- 
head charges, which in connection with such a complex product as 
a ship are necessarily large, and shipbuilding would continue as 
a permanent American industry. 

In view of the fact that the shipbuilding industry of this coun- 
try is making every effort to survive present abnormal conditions 
we maintain that it is a duty owned by American concerns to the 
country whose flag protects their investments to aid in removing 
the obstacles which at present retard the shipbuilding industry. 


Announcement is made that the governing body of the asso- 
ciation is now considering legislative proposals for the solution 
of America’s shipping problem with a view to determining on 
a definite program for new legislation on which all branches 
of the shipbuilding industry can unite and advocate before 
Congress. A report containing all suggestions which have been 


advanced has been prepared and submitted to members for 
their consideration. 
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REPORT ON BARGE LINES 
The Trafic World Washington Bureau 


The advisory board of the Inland Waterways Corporation, 
consisting of Halleck W. Seaman, of Chicago and Clinton, Ia.; 
James E. Smith, of St. Louis; Milton H. Hunt, of Memphis; 
M. J. Sanders, of New Orleans; R. A. Brown, of Birmingham; 
Wilmer M. Jacoby of Pittsburgh; and Brigadier General Thomas 
Q. Ashburn, chairman of the board and executive of the cor- 
poration, has made an inspection trip of the transportation 
facilities operated by the corporation, extending from St. Louis 
to New Orleans, Mobile and Birmingham, Ala., and has sub- 
mitted a report, together with recommendations, to the Sec- 
retary of War. 

“The board was most favorably impressed by the condi- 
tions created by the inland and coastwise waterways service 
in the matter of terminal facilities, etc., and by the tremendous 
difficulties that had been gradually overcome in building up 
the transportation facilities to the point which they now oc- 
cupy,” a statement issued by the department said. 

“There is no doubt in their minds that both the Mississippi 
and the Warrior sections can be made successful paying com- 
mon carriers, but they realize that an expenditure of $5,000,000, 
authorized in the law, will be necessary to put both of these lines 
into such a profitable position that will offer inducements for 
the investment of private capital. 

“They recommend to the Secretary of War the immediate 
acquisition of two light draft towboats for use on the Missis- 
sippi River betwen St. Louis and Memphis, and the acquisition 
of 20 additional 2,000 ton steel barges or 40 1,000 ton steel 
barges. 

“They recommended the initiation of proceedings before 
the Interstate Commerce Commission, requesting that body to 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Young man, married, seven years railroad 
and commercial traffic experience, desires position in an industrial 
traffic department. Two years law school. Excellent references. 
Address Box 727, care Traffic World, Chicago. 














Short line in middle west, handling local and through 
shipments, desires part time representation on per 
cai basis in New York, Boston and Pittsburgh ter- 


ritories. Applicant may represent other railroads in 
same capacity but must devote all his time to rail- 
road solicitation. Address inquiries to Box 729, care 
Traffic World, Chicago. 





SOUTH BEND, IND. 
WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 
New York Central Siding — Free Switching — Pool Car 
Distribution — Negotiable Warehouse Receipts Issued. 

Amer can Warehousemen’s Ass’n 


Members: ¢ Central Warehousemen’s Club 
American Chain of Warehouses 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 





LO LOT NETe®) 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 
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“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, Inc. 


DETROIT 


Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 
| __ Members A. W. A.—C. W. C.—Minn. WA. 





PHILADELPHIA, PA. a . 
2 Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 


STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


DENVER, COLORADO “me 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 


1700 Sixteenth Street, DENVER, COLORADO 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 



























FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage 
Private Track Nickel Plate R. R. Pool Car Distribution 
Write Us Your Requirements 


AMARILLO, TEXAS 


Merchants Produce Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


Merchandise Storage and Pool Car 
ciogeettency? Distribution — ~s.x190 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 
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determine fair and equitable rail-water-rail rates through St. 
Louis, Memphis, Vicksburg, Birmingham and New Orleans to 
points in north Texas territory. 

“They found nothing further necessary to the successful 
demonstration of the feasibility and economy of water trans- 
portation on the Mississippi. They realized, however, that with 
the present towboats drawing 8 feet 3 inches when fueled with 
oil and 7 feet 6 inches when not loaded, there are periods of 
the year when a channel sufficiently deep does not exist for 
continuous operation, and that a _ successful period of nine 
months may be utterly wiped out by inability to navigate the 
stream during a period of one month. The acquisition of the 
two light draft towboats to operate over that portion of the 
river where this difficulty occurs will obviate any such period 
of losses. 

“On the Warrior, the board recommended the acquisition 
of 53 steel barges to replace the worn-out equipment, the con- 
version of a self-propelled barge into an oil burner and packet 
carrier, the installation of packet service upon the Warrior, 
the rebuilding of and modernization of the terminals at Bir- 
mingham, Ala., and Tuscaloosa, Ala. They determined upon 
feasible means of getting into Birmingham through Birming- 
port, avoiding the present onerous divisions which so handicap 
the Barge Line.” 


STATE CONSOLIDATIONS. 


The Trafic World Washington Bureau 


In an unofficial way, in connection with finance docket No. 
4508, application of the Pennsylvania, Ohio and Detroit Railroad 
Company to issue stock and the Pennsylvania to exchange 
capital stock of five of its subsidiaries for the stock of the 
Pennsylvania, Ohio and Detroit (see Traffic World, December 
20), the question has been raised whether the Pennsylvania, 
in consolidating five of its subsidiaries, under the laws of Ohio 
and Michigan, has not overlooked the effect of language used 
by the Supreme Court of the United States in the Chicago 
Junction case (Traffic World, March 8, p. 597) tending to a 
construction of transportation law making it necessary for one 
carrier desiring to acquire another, always, without exception, 
to obtain a permit from the federal regulating body. 


The language of the court, speaking through Justice Bran- 
deis, and the language of the dissenting justices, speaking 
through Justice Sutherland, is taken as being in full agreement 
on the one point that, as a condition precedent to the consoli- 
dation or merging of railroads, the assent of the Commission 
must be obtained. It is admitted that it was not absolutely 
necessary for the court to pass on the question in the Chicago 
Junction case. It is pointed out, however, that the language was 
used and that it is to the effect that acquisition, construction, or 
operation cannot be legally accomplished except in accordance 
with a permit from the federal body. 


The Pennsylvania, before coming to the Commission for 
permission, consolidated five of its subsidiaries, under the 
laws of Ohio and Michigan under the name Pennsylvania, Ohio 
and Detroit Railroad Company. When the consolidation had 
been accomplished, Michigan’s commission having given a cer- 
tificate and none being required in Ohio, the new company and 
the parent .company came to the Commission. The former 
asked for permission to issue 284,100 shares of its stock and 
deliver them in exchange for the issued stock of the Cincin- 
nati, Lebanon & Northern; the Cleveland, Akron & Cincinnati; 
Toledo, Columbus & Ohio River; the Manufacturers Railway, 
and the Pennsylvania-Detroit. 

Apparently the precedent set in the first Nickel Plate 
merger was followed by the Pennsylvania when it consolidated 
five of its subsidiaries. The Nickel Plate precedent was set 
before the court handed down the decision in the Chicago 
Junction case. The Pennsylvania is one of the successful plain- 
tiffs in that case. In that case the plaintiffs set forth that the 
Commission, in its decision allowing the New York Central to 
obtain control of the so-called packer railroads, had not indi- 
cated upon what parts of the law it based its decision. At the 
trial in the case the defendants said the permission was given 
under section 5, paragraph 2. 

It is regarded as significant, as to the meaning of the lan- 
guage employed in the junction case, that the Nickel Plate, 
when it comes to the Commission with its second merger, will 
come as an applicant under section 5, paragraph 2, and not 
undertake to say that it had power, under state laws, to bring 
about the consolidation about which negotiations have been 
proceeding for many monhs. The understanding that the Nickel 
Plate is coming as an applicant under the fifth section, of 
course, is unofficial, but is nevertheless taken as entirely ac- 
curate by those who have taken an interest in the matter. 

In the Pennsylvania’s merger case stock of the merged 
companies is to be exchanged for stock of the new company. 
The latter, however, desires to issue 31,000 shares of its own 
stock to be sold at not less than par. The Pennsylvania ap- 
plied for permission to exchange the stock of the merged com- 
panies for stock of the new company because the stock of the 
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older companies, under orders of the Commission permitting 
the Pennsylvania to take leases on the property of its sub- 
sidiaries, made it a condition of its permission, that the Penn- 
sylvania might not part with the stock of the subsidiaries, the 
property of which was leased, except with its permission. 


MUCH CONSOLIDATION TALK 


The Trafic World Washington Bureay 


Reports that the Hill lines are perfecting a plan of consoli- 
dation for presentation to the Commission can be neither con- 
firmed nor denied in Washington. The same is true regarding 
rumors that the Rock Island is being prepared for incorpora- 
tion in the Southern Pacific-El Paso & Southwestern system. 
The reports, however, are not regarded with shuddering dread 
by the commissioners. In their work they have proceeded on 
the assumption that Congress has decided that consolidation of 
the railroads is desirable and that, when the companies con- 
cerned have come to an agreement, they will present the plan 
for their consideration. 


A plan for the consolidation of the Hill roads, on the lines 
laid down in the Northern Securities effort, would place before 
the Commission the question whether it should approve a plan 
which the Supreme Court of the United States had found to be 
in violation of the Sherman anti-trust law. Such a plan would 
also put before the Commission the question whether it would 
adhere to its tentative plan which puts the Burlington and the 
Northern Pacific into system No. 14 as the backbone thereof 
and makes the Great Northern and the Chicago, Milwaukee & 
St. Paul the backbone or main stem of system No. 15. The 
tentative plan divorces the Colorado & Southern and the Fort 
Worth & Denver City from the Burlington, their parent. 


The Hill interests, at the hearings on the tentative plan, 
objected to its adoption as the permanent plan and, particularly, 
the proposed divestment of the two roads mentioned, from the 
Burlington. They asked for the creation of a system that would 
be in consonance with the system created by the Northern Se- 
curities Company. As an alternative for the Commission plan, 


Hale Holden, president of the Burlington, suggested a four sys- 
tem plan. 


Thus far the Commission has not been brought face to face 
with any serious change in its tentative plan. In other words, 
the consolidations, using that word in the loose sense and not 
in the technical sense, that have been proposed, have been in 
consonance, generally, with the tentative plan. That statement, 
of course, covers only the consolidations that have been pro- 
posed in the sense of plans laid before the Commission, with 
appropriate requests for certificates enabling the planners to 
execute their schemes. It does not cover the proposals that 
have been made by the financiers that are still in the stage of 
negotiation, such, especially, as the Nickel Plate. That is a 
project that has gone so far toward completion that practically 
open conferences have been held on the subject and the leaders 
in which have talked about their plans. 


EXCESS INCOME INQUIRIES 


The Trafic World Washington Bureau 

The Commission has instituted an inquiry into the excess 

income of the Gulf Coast Lines. Hearing on that is to be held by 

Finance Bureau Director Mahaffie at Washington on April 27. 

The Commission recited its orders directing carriers to report 

excess income data. In respect of the reports made by the com- 
panies constituting the Gulf Coast Lines system, it said. 


It further appearing, That in said reports said.system sets forth, 
among other things, that the value of the property held for and used 
by it in the service of transportation for the said first period was 
not less than $46,891,991.18; for the year ended December 31, 1921, 
not less than $48,464,285.54; for the year ehded December 31, 1922, not 
less than $46,260,245.38; and for the year ended December 31, 1923, 
not less than $54,956,091.71; and that the said system received ex- 
cess net railway operating income within the meaning of said sec- 
tion for the year ended December 31, 1922, amounting to $34.07; and 
for the year ended December 31, 1923, amounting to $10,496.70; but 
received no such excess net railway operating income for the first 
period nor during the year ended December 31, 1921. 


A similar inquiry has been ordered respecting income data 
filed by the Midland Valley Railroad Company. It recited the 
facts about its orders directing the reporting of data. In re- 
spect of the reports of the Midland Valley, it said: 


It further appearing, That in said reports said company sets 
forth, among other things, that the value of the property held for and 
used by it in the service of transportation for the said period Sep- 
tember 1 to December 31, inclusive, 1920, was not less than $19,400,- 
556.25; for the year ended December 31, 1921, not less than $19,752,- 
988.31; for the year ended December 31, 1922, not less than $20,121,- 
053.18; and for the year ended December 31, 1923, not less than 
$20,315,212.45; and that the said company received no excess net rail- 


way operating income within the meaning of said section for any 
of said periods. 


Examiner Frank A. Law is to hold a hearing in this inquiry 
in Washington, April 20. 
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It Costs Less to Ship via 
THE PORT OF HOUSTON, TEXAS 


Manufacturers whose products are distributed in Texas, Louisiana, 
Oklahoma, New Mexico, Arizona and other states of the Southwest will find 
it distinctly to their advantage to ship via THE PORT OF HOUSTON—using 
all water routing where possible, water and rail routing where necessary. 

THE PORT OF HOUSTON brings you FIFTY MILES closer by water 


to the markets of the Southwest, the most consistently prosperous territory 
in the world. © 


Rates via The Port of Houston to Texas Common Points and to points 
in the states named above are substantially lower than can be secured 
through any other routing. 

Every modern facility is available at The Port of Houston for the speedy 
and economic handling of cargo, and Seventeen Railroads maintain Package 


car and scheduled Freight service out of Houston, assuring prompt delivery 
to the consignee. Write for 


“PORT HOUSTON” 


A splendid, illustrated magazine describing The Port and for 


THE HOUSTON FREIGHT RATE BOOK NUMBER 1 


THEY ARE FREE. Address 


THE DIRECTOR OF THE PORT, cournctss 





Houston, Texas 





Port Houston’s Shipside Warehouse 





- 


Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

Floor level,—35 feet above mean low tide. 


With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
shipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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BEATTY TALKS TO DRUMMERS 


The Trafic World Ottawa Burean 


Speaking to the annual gathering of the commercial travel- 
ers of Canada, President Edward Beatty, of the Canadian Paci- 
fic, drew attention to the difficult problems which confront the 
railways in Canada because of the geographical divisions of the 
country. For commercial and economic purposes, he pointed 
out, Canada is practically divided into four parts, each of which 
has its own problems, and in them all is involved the important 
question of transportation. He said: 


The transportation service of this country is, on the whole, ex- 
cellent. The facilities are adequate and the mileage much greater 
than is necessary to handle the traffic which the country has de- 
veloped. In these circumstances, freight rates may, from time to time, 
require to be adjusted in order that no part of the country shall 
be denied its proper and normal expansion; but, if they are so 
adjusted, then it must be obvious that the burden must be placed 
on other traffic or on other portions of the country. 

Canadian transportation conditions are unusual because the gov- 
ernment itself is in the transportation business; but whether they 
are or not, the fundamental conditions of operation are, or should be, 
the same, and if you keep these fundamentals in mind you will ma- 
terially help in solving the problem. They are: 

First, adequate service to meet the exacting demands of modern 
travel. 

Second, reasonable rates. 

Third, the most rigid economy consistent with good operation. 

Fourth, revenues sufficient to pay our coal and wage Dills, in- 
terest on borrowed money, fair return to the owners, and something 
over to provide the improvements and betterments which are peri- 
Oodically required in transportation developments and which should 
not be entirely made out of borrowed money. 

We have a shining example of the evils of duplication, of unwise 
building and consequent heavy fixed charges, and we know that no 
railway company can live by borrowing alone. The Canadian Pa- 
cific is in a peculiar position in that it is the only large transporta- 
tion company which must maintain its individual credit like Czsar’s 
wife, above suspicion; and in doing so it is maintaining a credit 
which has been of infinite value to Canadian enterprise; and though 
a prejudiced observer, I am convinced that Canada would receive the 
worst commercial black-eye in its history if, .through insufficient 
rates and insufficient revenues, that credit were ever in the slightest 
degree impaired. 


He likened the Canadian Pacific to an organized body of 
commercial travelers of which each of its trains was a repre- 
sentative, soliciting business, and each had its expense account. 
The Trans-Canada, from Montreal to Vancouver, quite apart 
from its overhead account, cost $11,450 to operate for a round 
trip of nine days. He said he had recently received a chart 
showing the actual position of Canadian Pacific trains between 
stations at the peak of traffic, the time selected being 6 p. m. 


on September 21. It showed 570 trains actually moving between 
stations. 


REDUCED RATES ON CATTLE 


Negotiations looking to reduced freight rates on cattle from 
Canada to Great Britain have been carried on in the old coun- 
try for some time, and officials of the Department of Agricul- 
ture say it is expected that reductions will be announced before 
long. It is believed that if the rate could be cut to $15 a head 


there would be greatly increased shipments of light steers 
from Canada. 


CANADIAN BOARD RULINGS 


The Board of Railway Commissioners las approved the 
application of the Edmonton, Dunvegan and British Columbia 
Railway Company for the location of a station at Wembley at 
mile 64.9, Grande Prairie branch. 

The Canadian National gets permission to open the line 
between Donnacona and Dumbourg Junction, known as the 
Donnacona cut-off from mile 15.9 La Tuque subdivision to mile 
31 on the Grand Mere subdivision, 6.1 miles in Quebec province. 

The application of the Manitoba Liquor Commission and 
Similar bodies in Saskatchewan and Alberta complaining of 
excessive freight rates on liquor and asking reductions has been 
refused. 

The board has ordered that the time within which changes 
and instructions necessary following on the withdrawal of spe- 
cial instructions “E”’ from working time-tables shall be extended 
until January 31, 1925, or until further order. This is the mat- 


ter on which an appeal was recently taken from the board to 
the Privy Council. 


LEASE OF SCRIBE HOTEL 


The Scribe Hotel, which has figured prominently in parli- 
amentary and political discussions in Canada since its purchase 
by Sir Henry Thornton over a year ago, has been leased to a 
well-known hotel company in Paris, on terms stated to be ad- 
vantageous to the Canadian National. The lease is for 45 years 
at an annual rental that will return to the railway five per cent 
on the cost of the property, the hotel company paying all taxes 
and insurance on the property. In addition to this, the lessee 
grants to the Canadian National Railways free quarters for 
office purposes on the street floor level during the life of the 
lease. This space is estimated to have a rental value of $600,000 
for the life of the lease. At the expiration of the lease the 
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property and all improvements revert to the Canadian National. 
The total cost of the property to the government was $2,733,693 


and Sir Henry Thornton was attacked repeatedly for his action 
in purchasing it. 


CANADIAN CAR LOADING 


Car loading in Canada the week ended December 13 totaled 
55,193 cars, which was 5,712 below the previous week. Grain 
loading was lighter by 300 cars, coal was down 949 cars, and 
miscellaneous freight was less by 1,039. Compared with the 
corresponding week in 1923 the decrease was 2,290. Grain was 
lighter by 6,546 cars, miscellaneous freight by 153 cars and coke 
by 34 cars but increases were recorded for all other commodities. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


TOTAL FOR CANADA 
-—For the Week Ended—— 
























































Dec. 13, Dec. 6, Dec. 15, 
Commodity 1924 1924 1923 
Grain and Grain Products..........ccee. 9,990 12,991 16,536 
Live StOCK ......ccccccccscccccccccccccece 3,700 3,521 2,846 
BEES occ wccrcaaciec ec OMeeneaees Ceneelownes 6,455 7,404 4,984 
Sa os ae aria h1Gigs ms aA ON Sra CRETE AES BOE 297 336 331 
OC RE CTE 2,956 3,425 2,868 
ee errr rrr ee 1,810 1,501 1,367 
Pulp and Paper ....ccccccssccccccccccccces 2,101 1,836 2,049 
Other Forest ProductsS.......cccccccccccece 2,180 2,403 2,092 
NI crc ar ax aighataraletavaneaiaiw, Wd or Wiehe 1 Gia; kioiGiBieraKe aa ore 1,019 1,178 781 
MerchanGiae, Le Cy. Liv svcceccccccscccesecs 14,671 15,257 13,432 
PEISCGHMIOOUD occ ewe cccewesvesctcvnccces 10,014 11,053 10,197 
Petal Cara LOaGed scciccissccvsccseae 55,193 60,905 57,483 
Total Cars Received from Connections 32,461 30,970 33,984 
Cumulative Totals to Date—1924........ 2,821,150 
Cumulative Totals to Date—1923........ 2,754,741 
EASTERN CANADA 
Grain and Grain Prod@uctss... 0. cccccsccees 3,338 4,193 3,816 
NEE GENE. g-oviwecccwennaseecnumeemaeneeces 1,647 1,525 1,329 
SII, < dbus Ri datanecaveseAie,0 win wie axaie. Kasae Osa die Saar 2,314 2,730 2,292 
PUN ciiniiccaneceecascadieneonnn dice cnsivneneie’ 275 270 297 
re Ce ere 2,179 2,599 2,199 
TT ics ci ciscrtrdr chars gneiel eiear case elewuin Wemiee kira 1,728 1,434 1,311 
EU GRE PAVE occsccccescsccvivecsecoses 1,957 1,681 1,945 
Other Vorest. “Proagucts.......cccvsecescscces 925 1,138 761 
NI a Siaraatidien a aace wi wrewialsiwdincacciecieee- cu saawus es 536 691 485 
PERT CMRGne, Fa C. Bis cccccsiccecciccsieceoss 10,697 11,274 9,885 
PIES, «iS o oan tice scedcesewanceces 7,714 8,686 8,312 
WOERE CUPe TOO csiiiediiccccccacseows 33,310 36,221 32,632 
Total Cars Received from Connections 29,478 27,880 31,149 
WESTERN CANADA 
Grain and Grain Products............... 6,652 8,798 12,720 
EE CIE. Aecticielsieveesngeclews wcintemeinows 2,053 1,996 1,517 
MEME cs soswntuc Wia'as 6:6 aie: o/abecarese: clei acarerelumiaai a aiertarecins 4,141 4,674 2,692 
MID sacdig:tiaia'e.asavawielerene wwiee eee. @eha/aeraacarewiesielors 22 66 34 
MINN sia ucanerohcubcaieroiciah sl oigiaie ereraiarsteloie- Sie y bie veiet 777 826 669 
IIE cis Gr orerersic.eieh cu omseren wo einioine’s ajacelerosic 82 67 56 
OM SUE MND sss sc4-sig: oes eo ga eieeioreareoees 144 155 104 
Other Perest Products. ..vccccccccccccscs 1,255 1,265 1,331 
MI Sha crnbcie Waniacaeuisic oes quewela deine KéeeeGats 483 487 296 
Peerememen, Ee, Cy Racin cccdeccuviesiesvesee 3,974 3,983 3,547 
IE «iain wiercis scree diniaisieiaraiecwalwvieredieis 2,300 2,367 1,885 
WOEEE COPS TORAOG 6 o.icscsciiciccscacines 21,883 24,684 24,851 
Total Cars Received from Connections 2,983 3,090 2,835 


JURISDICTION OF BOARD 


In the Supreme Court case of Luscar Collieries vs. Mc- 
Donald and Canadian National Railways, an appeal from the 
Board of Railway Commissioners, the question was raised as to 
the jurisdiction of that board. The respondent, McDonald, 
applied to the board for leave to build a spur line on the east- 
ern slope of the Rocky Mountains in Alberta, to connect with 
appellants’ railway, and have running rights thereover. The 
Luscar Collieries had an agreement with companies now part 
of the Canadian National system by which the latter were to 
operate its line. It opposed the application of McDonald and 
objected to the board’s jurisdiction. The board held McDonald 
entitled to the spur, but suspended the order therefor, pending 


this appeal to the Supreme Court. The objections to the board’s 
jurisdiction were: 


(1) Is section 6(c) of the Railway Act intra vires? (2) Can 
Parliament make a general order as to all railways as section 6 
provides, or must it specify the particular work or works to be 
for the general advantage of Canada? (3) Does section 6(c) of the 


Railway Act apply to the Luscar Company, having regard to the 
latters act of incorporation? 


, Parliament always had power to declare any work operat- 
ing over two or more provinces to be a work for the general 
advantage of Canada, to be subject to legislation by Parlia- 
ment, and by section 6 of the railway act it has power to 
declare that every railway, provincial or otherwise thereafter 
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One of America’s Che St. Ch arlen Accommodating Over 


Leading Hotels One Thousand Guests 
NEW ORLEANS 


Every Railroad Entering New Orleans Has Its City Office in the Hotel 














CLEVELAND 





ALBANY, N. Y. | 


Members A.W.A. — O.W.A. 


LEDERER TERMINAL 


SER VICE 
BUILDS BETTER BUSINESS 
Mercantile Warehousing and Distributing 


Natural distributing point for New York and 
New England. Warehouses for every seed 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


Trucking — Distributing 
UNION Forwarding 


TRUCKING LARGEST HANDLERS OF 
COMPANY CARLOADS IN MICHIGAN 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 





BETWEEN 
524 Eighth St! DETROIT | | Philadelphia, Pa., and Houston, Tex. 
: SAILINGS: 
sere Ne on From the Hub FROM PHILADELPHIA EVERY WEDNESDAY 
Elmira is the natural distributing center for these two densely FROM HOUSTON......... EVERY TUESDAY 


populated States which have correspondingly great buying-power 
Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 


Low Rates Quick Dispatch Thru Package Cars 











GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 





SOMETHING DIFFERENT IN 


Freight Forwarding Service! 
A Bonded Statement of Shipping Costs 


We find it has a strong appeal to the man who is 


DETROIT, MICH. 


American Elevator and Storage Co. 


Centrally located for Storage and Distri-. 
bution of General Merchandise. Private 
siding. Direct connection with all rail- 
road lines serving Detroit. Low insur- 
ance rates. Correspondence solicited. 


not located right at seaboard. Will be pleased to 
explain this if you are interested. 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. D’ALTON 


5075 Grand River Avenue, Detroit, Mich. 


















Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Dcwntown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


S00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 
Write to Us and Learn About 


“THE ECONOMICAL WAY” 


For reliable warehousing and distribution 
service in all its branches, write or wire 


“WESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 


CHICAGO, ILL. 


Location—Geographically in the heart 
of Chicago. Ground floor space for lease 
in large or small blocks to desirable 
tenants. 
Fire-Proof—40 Car Siding— 
Free Switching 
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operated by a federal company should be deemed and was 
declared to be a work for the general advantage of Canada. 

In an application to the Board of Railway Commissioners 
to compel the Canadian National Railways to build an indus- 
trial spur to the warehouse of a private company, where the 
latter refused to secure to the railway immunity from actions 
for damages by property owners, the railway raised the ques- 
tion of the board’s jurisdiction to direct such work to be done. 
Chief Commissioner McKeown agreed with the position taken 
by the railway—that the jurisdiction of the board extends to 
operation and not to construction and maintenance. 


CORRECTION IN OPERATING FIGURES 


The Bureau of Statistics has issued a correction to the 


monthly operating report of the Canadian National Railways 
for September, as follows: 


1923 DATA 
Net Operating Revenues: Reads Should Read 
a rrr rr $ 532,062.89 $ 145,659.94 
MUO PERCE BAUNOR. <0 6cccceveccsecceees 6,695,630.70 6,784,035.15 


Coc ecrcccccererccccseccsceceeces $7,227,693.59 $6,929,695.09 


DISCRIMINATION IN GRAIN ROUTING 


The complaints from Vancouver that discrimination was 
being exercised against that route for grain shipping has brought 
a response from Chairman Boyd, of the Board of Grain Com- 
missioners, who says he can find no discrimination against the 
Pacific route. “Farmers can ship their grain through Van- 
couver to just as good advantage as through Winnipeg,” he 
says. “We can find no discrimination against the western 
route. We are anxious to help Vancouver as.a grain exporting 
port, and will continue to use every effort to do so.” 

Rumors have prevailed in western Canada for some months 
that grain routed east gets a better grading than that to the 
west. Chairman Boyd says he has been able to get no informa- 
tion to substantiate this charge, but is still investigating, and 
if any discrimination or preference is found the board will use 
its utmost power to correct or remedy it. 


LACHINE CANAL TRAFFIC 


The report on traffic through the Lachine Canal for the 
last season shows increases in every class of shipments except 
barley, corn, apples and coal. With more ships and passengers 
passing through the canal and a substantial increase in net 
tonnage and net cargoes, the canal had a _ prosperous year. 
Some of the totals, the second group of figures being those for 
1923, were as follows: Number of trips, 8,287, 8,183; net ton- 
nage operated, 5,607,599, 4,922,200; net cargoes operated, 5,406,- 


166 tons and 4,411,185 tons; passengers carried, 84,385, 78,097; 


wheat Carried, 98,594,356 bushels and 63,966,018 bushels. 


PEACE RIVER CONFERENCE 


A conference will be called at Ottawa early in January 
for the purpose of reaching a solution of the transportation 
problems of the Peace River district. The conference is being 
called by the Minister of Railways and at it will be repre- 
sented the federal, British Columbia and Alberta governments 
as well as the Canadian National and Canadian Pacific railways. 
Several plans have been proposed to the government for giving 
better service to the fertile Peace River country, but conflicting 
claims of Alberta and British Columbia as to the proper route 
and the fact that other railway projects had precedence, pre- 
vented any of them being carried out. 


CANADIAN RAIL EARNINGS 


Gross earnings of the Canadian National Railways for the 
week ended December 14 were $4,649,764, a decrease of $697,184 
from the corresponding period of 1923. Gross earnings from 
January 1 to December 14 were $225,712,818, a decrease of 
$15,545,264. 

Earnings of the Canadian Pacific for the week ended De- 


cember 14 were $3,507,000—a decrease of $985,000, or 21.9 per 
cent. 





MANITOBA APPEAL 


The Supreme Court of. Canada gave short shrift to the 
appeal of the Manitoba government from the ruling of the Board 
of Railway Commissioners which, in 1917, set aside the agree- 
ment between Manitoba and the Canadian Northern Railway. 
The agreement between that province and the Canadian North- 
ern now a part of the Canadian National) was made in 
1901 and by it the Canadian Northern, in return for certain 
bond guarantees, gave reduced freight rates on the road in 
Manitoba to the head of the Great Lakes. In 1917 the board, 
following the adoption of the McAdoo award, which provided 
for a heavy increase in wages, issued an order increasing freight 
rates to enable the railways to meet increased costs of opera- 
tion. Consequently both the Crow’s Nest agreement and this 
Manitoba agreement were set aside. 
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Counsel for the Manitoba government argued that the 
Manitoba agreement was the creation of a special act of Parlia- 
ment which the board had no power to set aside, which is 
similar to the argument advanced in the Crow’s Nest case. 
The court did not call counsel for the railways, but dismissed 
the appeal, stating that the reasons for its judgment would be 
given later. Considerable significance is attached to this action 
by the court in view of the fact that an appeal is now pend- 
ing before the same tribunal] against the decision of the board 
setting aside the Crow’s Nest rates. 


REDUCED RATES IN CANADA 


The Trafic World Ottawa Burcay 


The Canadian Pacific Railway is making efforts in many 
ways to counteract the active propaganda which has been car- 
ried on from all parts of Canada looking to a reduction of freight 
rates. Following an,extended advertising campaign, officials of 
the company in different parts of Canada have been deliveringe 
addresses before boards of trade and other public bodies pre- 
senting the railroads’ side of the question. 

F. W. Peters, general superintendent of the C. P. R. in 
British Columbia, recently addressed the Vancouver Board of 
Trade challenging the statement of Premier Oliver, of thai 
province, that the troubles of the C. P. R. were largely due to 
stupidity in choosing the wrong route through the mountain 
division in British Columbia. While admitting that the rates 
were atfected by heavy grades he said that, if the Yellowhead 
Pass had been used, at least 60 per cent of the trade of British 
Columbia would have gone across the international boundary. 
At least 30 per cent of all freight from B. C. that came in on 
any transcontinental line developed between a point 20 miles 
north of the main line of the C. P. R. and the international 
boundary. The territory mentioned represented 50 per cent of 
the whole productive territory of the province. 

“A reference to the map will show,” he said, “that at least 
60 per cent of the wheat producing territory of Manitoba, 70 
per cent of Saskatchewan and about 90 per cent of Alberta 
would have been south of the line that would have passed 
through the Yellowhead Pass, which, of course, would have per- 
mitted the extension of branch lines from the south across the 
frontier and the diversion of our grain into American channels.” 

Speaking of the movement of Canadian grain through Amer- 
ican territory, he said no reference had ever been made to the 
fact that the government was requested to try to bring about a 
modification of the United States coasting laws, which now 
prohibit the moving of Canadian goods through New York in 
British bottoms. Neither did speakers and writers in referring 
to this movement mention the fact that a large quantity of 
American export wheat is frequently moved through Canadian 
ports. 

“As far as the export of Canadian wheat is concerned,” he 
continued, “this grain is routed by its owners, who have a per- 
fect right to route it as they wish. These are American ex- 
porters who purchase Canadian grain, either in store at Fort 
William or ‘at the ports, and the owner has the right to sell it 
to whoever he chooses, and it is shipped to Buffalo and New 
York.” 

Mr. Peters said that, in the movement of goods by the 
water route from New York to Vancouver, he had failed to see 
that, notwithstanding the reduction in the cost of transporta- 
tion, there had been any reduction made in the price, or that 
the public had benefited one cent by it. 

“The Vancouver jobber howls for water iransportation to 
be made easy and that we give away the only thing we have to 
hold the American Shipping Board down to the observation of 
coasting laws, and the only benefit it derived from this is a 
few more dollars in the pockets of the parties who bring the 
goods in under a lower cost than by rail. Yet the same parties 
will ask for a reduction in the eastbound rate to the prairies 
so that they can extend their market. but not, of course, reduce 
their profit in the business.” 


IMPORT LOSS AND DAMAGE 


The following regulation has been adopted by the Eastern 
Claim Conference on advice of a special committee of trunk 
line counsel at a meeting in Baltimore last November: 


Claims for concealed loss and/or damage to import shipments, 
contents of which are not checked or examined at port of importa- 
tion, will be received by the carriers, and investigated as to their 
merits. Such claims will be paid or declined as follows, and not 
otherwise: ‘ 

1. All claims must be thoroughly investigated, and no claim 
will be paid unless the investigation discloses a lawful basis of 
payment before the claim is adjusted. I. C. C. Conference Ruling 462. 

2. Where a consignment of import freight is received by an 
inland carrier in apparent good arder, is carried to its destination 
under perfect record, and delivered in apparent good order, the 
carrier will decline to pay claim for concealed loss from, or con- 
cealed damage to, such shipment. : 

3. Where a consignment of import freight is received by an in- 
land carrier at shipping point in apparent good order, and is de- 
livered in apparent good order at destination by an inland carrier, 
but investigation discloses that the consignment was handled by the 
inland carrier or carriers under defective record, such claims will be 
adjusted on a basis not to exceed 50 per cent of the invoice price of 
the property lost or damaged. 
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THE DINKLER HOTELS 


Louis J. Dinkler 
President 


PIEDMONT 


TUTWILER Carling L. Dinkler 
- VP.&Gen. Mgr 









YOUR TARIFFS—ike tris? 
‘uses AUTOMATic 
. aS IN 


TARIFF FILES 


Catalog and Special Bulletins 


HOW TO FILE TARIFFS 


tell you all about improved 
methods you can not afford to 
be without. 

Write Department T for in- 
formation and factory prices. 


Established roo1 


THE AUTOMATIC FILE & INDEX CO. 
E. 10th St., Green Bay, Wis. 
Chicago Branch: 29 So. La Salle 


via the ideal route 


via Denver, the Pikes 
One WAY peak Region, Royal 


Gorge, Colorado Rock- 
ies and Salt Lake City. 


The other via the Pacific North- 


west, Portland, Colum- 
bia River, Tacoma, 
way Seattle, Spokane, Gla- 
cier Park, Yellowstone. 


This is the Burlington’s 6,000 mile Grand Circle 
Tour of the golden west— the finest rail journey 
in the world. 


Let us explain in detail some things you’ll be 
glad to know about this trip. 


P. S. Eustis 
Passenger Traffic Manager 
547 W. Jackson Bivd. 
Chicago, Iil. 
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STATE 
TRAFFIC 
MAPS 


With Postal Unit System 
applied quickly and 
definitely locating 
each place 


Reference Numbers 
WASTE TIME 
We eliminate them 
Cover ro 


United States, Cana and Alaska 


1355 pages of vital 
shipping information 


PANY 
INTERNATIONAL Gl _ BLISHING CoM 


All information of a shipping 
nature for any town 


All Shipping Information in One Volume 


with Quarterly Supplements thereto 
Only one Supplement in effect at any time 


A request on your letterhead will put this guide 
on your desk on five days’ approval 


Representatives with traffic experience wanted everywhere 


International Guide Publishing Co. 


INCORPORATED 


805-807 Phoenix Building Minneapolis, Minn. 
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While in LOS ANGELES 


RESIDENTS of the United States; men and women of inter- 

national fame have warmly praised the comfortable attention 

and fine cuisine of this good hotel--Yet the rates here are mod- 
erate; the rooms large, beautifully furnished and airy--more attractive 
in fact for these reasons than where comfort is sacrificed for saving in 
building costs--Best downtown location. 


HAROLD E. LATHROP, Manager 
You will enjoy every minute of your stay 


MBASSADOR 


“cA Resort Hotel in the Heart of Los Angeles’’ 


is ideal for those wishing to know California at its best. No other 
hotel has so many and varied attractions. Open Air Plunges, Full 
Length and Miniature Golf Courses, Tennis Courts, Motion Piéture 
Theatre, Picnics and Parties for Guests, 35 Shops and the Famous 

“Cocoanut Grove" for dancing--Tune in any night on K. F. I., wave 
length 469, to hear the Cocoanut Grove Orchestra or Sunday concerts. 


B. L. FRANK, Manager 
Write for Chef’s Booklet of California Recipes 


and Information 
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Questions and Answers 


In this department w'll be answered questions of both legal and 
practical! nature that confront persons deal ng with traffic. A spec al st 
on nterstate commerce law, whois a member of our legal department, 
w ll give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w de knowledge will answer questions relating to practical traffic 
problems. We do not des're to take the place of the traffic man but to 
help him in h’s work. 

The right ‘s reserved to refuse to answer in th’s department any 
qu:stion, legal or traffic, that it may appear to us unwise to answer 
or that involves a s tuation too complex for the kind of investigation 
herein contemplated. 


Address Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C 


A 


Duty to Close and Fasten Doors on Cars Loaded by Shipper 

Georgia.—Question: After completion of load of a carload 
shipment and before taking out bill of lading for same is it 
not shipper’s duty to close and fasten car doors? Many cars 
are loaded some distance from stations and are subject to 
damage from weather; also to pilfering, between the time 
shipper leaves car to secure bill of lading and the agent has 
car sealed; also many cars are loaded at non-agency stations, 
sometimes remaining overnight before moved by local trains 
and bills of lading issued. It would seem proper that shipper 
should secure seals from the agent and after completion of 
load close and fasten car doors, applying seals. 

Answer: We know of no ruling as to who should close 
the doors of a car after the loading has been completed. As 
we see it, the question is determinable only when you take 
into consideration the liability of the respective parties, that 
is, the consignor or carrier, for the loss of goods from the car. 

The rule is that when goods have been delivered to a 
carrier for transportation and instructions have been given 
the carrier as to the destination thereof, and nothing remains 
to be done except for the carrier to start the goods on their 
way, the goods have been delivered to and accepted by the 
carrier and its liability as such begins at that time. There- 
fore, when a car has been loaded on the tracks of a carrier 
and bill of lading has been taken out, as the liability of the 
carrier begins at that time, it is liable for any loss of the goods 
from the car, regardless of whether or not the door of the 
car had been closed. In other words, the carrier being liable 
for the loss of goods after delivery of the same to it, the clos- 
ing of the door of the car must necessarily be a matter to 
which it must look to as a precautionary matter to prevent 
the loss of or damage to the goods after they have come into 
its possession as a common carrier. 


With respect to deliveries to carriers on team tracks of 
the carrier, the decision of the Supreme Court of the United 
States in Y. & M. V. R. Co. vs Nichols & Co., 256 U. S. 540, 
is determinative of the question so far as deliveries to a car- 
rier at agency stations is concerned; at least, this case is deter- 
minative of the fact that, so far as deliveries to a carrier at an 
agency station is concerned, the liability of a carrier is not de- 
pendent upon whether or not the load car has been attached to 
a train, as the carrier contended in this case, in view of the 
provision which was formerly carried in the bill of lading, but 
which was modified by the Commission’s opinion in Docket 
4844, 64 I. C. C. 357, which modified provision has been carried 
in the bill of lading since March 15, 1922. 


It will be observed that the Supreme Court, in the Nichols 
case, 256 U. S. 540, makes no finding as to cars loaded on private 
tracks, but the case does justify the conclusion that the pres- 
ene bill of lading provision, namely, paragraph (f) of section 
4, is lawful and determinative of when a shipment is delivered 
to a carrier at a non-agency station. 

So far as deliveries to a carrier on private or semi-private 
industry tracks is concerned, there are no recent decisions of 
the courts, that is, decisions which pass upon this question 
since the modification in the bill of lading referred to above, 
by which the provisions of paragraph 4 of section 4 of the bill 
of lading in use prior to March 15, 1922, were modified so as 
to provide that property destined to or from a station, wharf 
or landing at which there is no regularly appointed freight 
agent shall be entirely at risk of owner after unloaded from 
cars or vessels or until loaded into cars or vessels, eliminating 
that portion of the provision which read “and when received or 
delivered on private or other sidings, wharves or landings shall 
be at owner’s risk until cars are attached to or after they 
are detached from trains.” The following decisions hold that 
the clause last quoted was applicable and the carrier, there- 
fore, not liable for loss or damage: Bers vs. Erie R. Co. 
(N. Y.), 122 N. E. 456; Chickasaw Cooperage Co. vs. Y. & M. V., 
216 S. W. 897 (Ark.); Standard Combed Thread Co. vs. Pa. 
Co., 95 Atl. 1002 (N. J.); Siebert vs. Erie R. Co., 163 N. Y. S. 
114; Bainbridge Grocery Co. vs. A. C. L., 70 S. E. 145 (La.). 

However, in McClure vs. N. & W., 98 S. E. 14 (W. Va.), 
it was held that a carrier was liable for the loss of goods 


THE TRAFFIC WORLD 





Vol. XXXIV, No. 26 


loaded into a car standing on a private siding at an agency 
station, while in P. C. C. & St. L. vs. American Tobacco Co,, 
104 S. W. 277, it was held that a carrier was liable for a loss 
by fire of a carload of tobacco loaded on a private sidetrack, 
where the car had been loaded and a bill of lading issued and 
signed by the carrier’s agent, although notice had not been 
given that the car was loaded, the bill of lading having been 
issued shortly before the loading was completed. 

With respect to the receipt of goods by a carrier at non- 
agency stations, the Supreme Court, in the Nichols case, 256 
U. S. 54, referred to above, said: 


Less than carload freight awaiting shipment must ordinarily he 
left on the station platform to be picked up by the passing train 
and lots arriving must be dropped on the platform to be called for 
by the consignee. At such stations the situation in respect to carload 
freight is not materially different. And this is true whether the car 
be loaded for shipment on the public siding or on a _ neighboring 
private siding, and whether the arriving loaded car be shunted onto 
a public siding or a private siding. There carload, as well as less 
than carload freight, whether outgoing or incoming, must ordinarily 
be left unguarded for an appreciable time. It is not unreasonable 
that shippers at such stations should bear the risks naturally attend- 
ant upon the use. The reason why an agent is not appointed is that 
the traffic to and from the station would not justify the expense. 
The station is established for the convenience of shippers customarily 
using it. And the paragraph here in question was apparently designed 
to shift the risk from the carrier to shipper or consignee of both 
classes of freight. It does so in the case of less than carload freight 
by having the carrier’s liability begin when the goods are put on 
board cars and when they are taken off. It does so in the case of 
earload freight by limiting liability to the time when the car 
is attached to or detached from the train. But, at a station where 
there is no regularly appointed agent it would be obviously unreason- 
able to place upon the shipper after a bill of lading has issued, the 
risks attendant upon the loaded car remaining on the public siding 
because it has not yet been convenient for the carrier to start it on 
its journey. 


Sales—Party to File Claim for Loss, Damage or Delay 

Ohio.—Question: A shipper at point “A” sells a bill of 
goods f. o. b. shipping point, same to be forwarded with sight 
draft attached to bill of lading. The car is loaded and bill of 
lading signed by carrier, but before the car reaches destina- 
tion, the car is destroyed by fire. The shipper and consignee 
are notified of the loss. The shipper claims that the consignee 
should place claim to cover the loss, as the goods became their 
property after the shipper had received the carrier’s signature 
to the bill of lading. The consignee, however, claims that it 
is up to the shipper to place the claim, as the shipment was 
still the property of the shipper, as the consignee had not yet 
taken up the bill of lading. It is our contention that, inasmuch 
as the shipment was forwarded to order notify and consignee 
had not yet taken up the bill of lading. The goods were still 
the property of the shipper, and it was up to him to place 
the claim, although, if the consignee had picked up the bill of 
lading, it would have then become his property and he should 


place the claim. If there are any court decisions covering, 
please advise. 


Answer: The intention of the parties, as determined from 
the terms of the contract, determines at what point title to the 
goods will pass. The party with whom the title to the goods 
rests at the time of their loss or destruction, is the party who 
should file a claim for the value thereof with the carrier. 

Where the provision in a contract of sale is f. o. b. at the 
point of shipment, the title will pass, as a general rule, when 
the property is placed on the cars for shipment; on the other 
hand, where the provision is for delivery f. o. b. the point of 
destination, the title is not, as a rule, considered to pass until 
the subject matter has reached such point, as the delivery to 
the carrier is not a delivery to the buyer. 


Where the seller delivers goods to a common carrier for 
delivery to the buyer, this is equivalent to a delivery to the 
buyer, whose agent the carrier is deemed to be. If a bill of 
lading is taken, the carrier is bailee for the person indicated 
by the bill of lading. If, as is frequently the case, the seller 
has the bill of lading so drawn that the goods are deliverable 
to his order, this, in the absence of evidence to the contrary, 
is almost decisive in showing his intention to reserve the jus 
disponendi, and to prevent the passing of title to the buyer. 
The prima facie conclusion that the seller reserves the jus dis- 
ponendi when the bill of lading is to his order may be rebutted 
by proof that in so doing he acted as agent for the purchaser 
and did not intend to retain control of the property; and it 
is for the jury to determine as a question of fact what the real 
intention was. 

Liability of Carrier for Loss of Goods Delivered at Non-Agency 
Station 

Missouri.—Question: We have a great many carload ship- 
ments moved from our warehouse to non-agency stations and 
they are going to parties who have no commercial rating, and 
we have in some cases billed these cars open to ourselves and 
notified the consignee that the car was so billed and that the 
bill of lading was attached to draft and upon taking up the 
draft with the bill of lading they would be the owner of the 
car and entitled to unload. 

We consider that in case the car was unloaded by the party 
without taking up the draft and obtaining ownership of it that 
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we would have criminal action against him for appropriating 
property not belonging to him—but no other recourse. We have 
had a great deal of discussion whether or not a party unloading 
a car would be liable to the railroad company for going upon 
their property and taking property that did not belong to him. 
If such ig the case, our claim would be filed against the rail- 
road which would take action against the individual. 

Please advise if there have been any court decisions affect- 
ing this method of delivery. 

Answer: Where goods are shipped to non-agency stations, 
under the provisions of paragraph (f) of section 4 of the Uni- 
form Bill of Lading, a carrier is not responsible therefor, after 
the goods have been unloaded from cars or the cars in which 
they are contained have been detached from the locomotive 
or train. See, in this connection, Y. & M. V. R. R. Co. vs. 
Nichols, 256 U. S. 540, referred to in our answer to “New York,” 
on page 802 of the October 11, 1924, Traffic World, under the 
caption, “Liability of Carrier for Damage to Goods Delivered 
at Non-Agency Station.” 

While the party for whom the goods were intended would be 
criminally liable for appropriating property not belonging to 
him, you would have no right of action against the carrier for 
the value thereof, in view of the provisions of section 4 of the 
Uniform Bill of Lading, above referred to. 

You could, however, under an implied contract, recover the 
value of the goods from the party appropriating the same. 


Receiver—Payment of Debts by 

Connecticut.—Question: We write to inquire if you can 
help us by way of suggestions, in handling a claim that we 
have against the X Steamship Company, now being operated, 
as we understand, by a receiver. 

Our claim against them is made up of three items for goods 
lost in transit—the claims being filed before the receivership. 
We have never been able to get attention paid to these claims 
and, after a vast amount of correspondence, the receiver wrote 
us, stating that upon advice of counsel he was obliged to in- 
form us that he could not recognize our claim. 

We felt that this was altogether too brief an answer to our 
various requests for action and wrote the receiver asking if he 
would not please explain why our claims could not be recog- 
nized, but we are not successful in getting a further reply from 
him. 

We think this is the first experience that we have had with 
a common carrier under a receivership in the matter of claims, 
and we, therefore, do not know exactly what our rights are 
and write to inquire whether you will not please tell us what 
the usual procedure is or possibly explain to us the attitude 
of the receiver. 

We would suppose that we would become a common cred- 
itor and would share in any final distribution of the estate that 
the receiver is handling. We, therefore, do not understand the 
receiver’s message that upon advice -of counsel he cannot rec- 
ognize our claim. If you can help us to understand more clearly 
the situation we will appreciate it. 

Answer: In the event that your claim wag filed with the 
receiver in the proper manner and there are assets available 
for the payment thereof, the advice received from the receiver 
that it could not be recognized cannot be understood, except 
that there be some misunderstanding or that the receiver’s 
action has been arbitrarily taken, which is not probable. 


Your only recourse, under the circumstances, is to bring the 
appropriate action at law. 


Freight Charges—Liability of Consignee for Freight Charges 
Supposed to Have Been Prepaid 

Maryland.—Question: During the summer of 1920, when 
coal was being shipped to the seaboard in connection with the 
Tidewater Coal Exchange, the coal piers of railroad “A,” lo- 
cated at Philadelphia, were jointly used by railroad “B,” which 
latter road originated several carloads of coal at mines on its 
rails in Pennsylvania and made delivery to the consignees over 
the coal piers of “A,” which line received a road haul on the 
traffic. 

The tariffs of “A” required the prepayment of freight 
charges, while the tariffs of “B,”’ the originating carrier, did 
not require prepayment of freight charges on coal. The rail- 
road “A” never made any change in its tariff requirement, but 
during the period of federal control of railroads it waived the 
provisions requiring prepayment of freight charges on coal, and 
charges on traffic moving as above were collected from con- 
signee at Philadelphia by the originating carrier “B.” 

The cars of coal involved in this question moved to Phila- 
delphia during July and August, subsequent to the abrogation 
of plan which prevailed during government control of the rail- 
roads, and it was not until December, 1920, settlement between 
carriers “A” and “B” that it was discovered the freight charges 
thereon had not been collected. Carrier “B” then set about 
to collect the charges from the shippers, but it was found im- 
possible to do so, the shippers advising that coal had been sold 
f. o. b. mines. An effort was then made to collect the charges 
from the consignee, but he refused to pay, alleging that under 
the published tariffs of the carrier over whose facilities the 
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coal was delivered, the freight charges should have been “pre. 
paid,” and the consignee had a full right to expect that the 
freight charges had been prepaid, but that if they were not 
“prepaid” they are collectible only from the shippers. 

Will you please advise in what position carrier “B” stands 
as to the collection of these freight charges from the consignee 
of the coal? We have read your answer to “Maryland” in the 
issue of September 20, 1924, under the above caption, but the 
facts are not exactly analogous. 

Answer: Inasmuch as the shipments originated on carrier 
“B,” the provisions of the tariffs of that line and not carrier 
“A” (if a tariff provision in which a carrier states that it will 
require the prepayment of freight charges on certain classes 
of traffic may be relied upon by a consignee to the same extent 
as a statement in the bill of lading that charges have been pre. 
paid, as was so held in the Advance Charge case, referred to 
in our answer to “Maryland,” on page 628 of the September 20, 
1924, Traffic World), govern in the instant case, for the reason 
that the tariffs of carrier “A” do not, in our opinion, control the 
actions or obligations of carrier “B,’ as the originating carrier 
in the matter of the prepayment of freight charges. ; 

We can locate no decisions of the courts supporting our 
opinion, as expressed in our answer to “Maryland,” on page 
628 of the September 20, 1924, Traffic World, that carriers are 
not obliged to collect charges in advance on shipments con- 
signed to prepaid non-agency stations. 

Routing and Misrouting—Embargoed Route Not an Available 
Route 

Ohio.—Question: Your answer to “Ohio,” on page 478 of 
the August 30, 1924, Traffic World, brings forth a question cov- 
ering a similar case. The facts are as follows: 

Carload shipment tendered to carrier billed to a point be- 
yond the rails of the originating line, to which point there are 
two available routes. There was a commodity rate in effect 
via route A, while via route B the only rate in effect was a 
class rate. 

There had been a continuous movement via route A. When 
the car in question was tendered on bill of lading, carrying no 
routing instructions, and route A was embargoed, the receiving 
agent took upon himself the responsibility of sending the car 
via route B, carrying the higher rate. 

This was during the time that Service Order No. 22 was 
in effect. The consignee had every reason to believe that the 
car would arrive via the route carrying the lower rate, as per 
the Commission’s order, that where a car is tendered without 
routing, the carrier must forward via the cheapest available 
route known to it. The billing agent did not notify ‘the con- 
signee in accordance with the instructions carried in Service 
Order No. 22. 

Please advise if, under such circumstances, the charges on 
the car in question should have been collected on the basis of 
the commodity rate applicable via the route that previous ship- 
ments had moved. 

Answer: We are of the opinion that the provisions of Serv- 
ice Order No. 22 are not applicable to the instant case, for the 
reason that paragraph 1 thereof refers to the routing of ship- 
ments made by shippers, unless it can be said that, if a ship- 
ment is delivered unrouted to a carrier, as was true of the 


shipment referred to by you, the routing has been made by 
the shipper. 


However, upon further consideration of the matter, we are 
inclined to the view that a carrier must, when a shipment is 
delivered to it without routing instructions, give the shipper 
an opportunity to elect, in the event that the cheapest route 
which would otherwise be available is embargoed, whether he 
will forward his shipment by one of the available routes, or 
refrain from shipping until such time as the embargoed route 
is available. It will be noted that in the case of North Pack- 
ing & Provision Co. vs. Director-General, 73 I. C. C. 749, the 
Commission speaks of the shipper’s election to use the higher 
rate route where the cheaper route is embargoed. 


Routing and Misrouting—Carrier Not Liable Where Shipper 
Authorizes Diversion to Higher Rated Route 

New York.—Question: A shipment requiring two cars was 
loaded on gondolas for a point via a carrier which restricted 
double loads to flat cars, account short curves. This restriction 
was also published in tariff of originating carrier. Bill of lading 
contained restricted route and rate applying via that route. Cars 
were diverted via another route carrying a higher rate. Ship- 
pers authorized this diversion, but expected the rate shown in 
bill of lading to be protected. 

Kindly advise if shipper is or is not liable for the extra 
charges on this movement, citing the decisions upon which you 
base your opinion. 

Answer: We cannot locate a case directly in point, but 
it is our opinion that the principle of the Commission’s findings 
in Cannon Manufacturing Co. vs. Southern Ry., 56 I. C. C. 128 
will apply. In this case the Commission held that the carrier 
was not liable for misroute in forwarding shipments via a higher 


rated route where the shipper authorizes the diversion of the 
shipments via the higher rated route. 


See also, in this connec- 
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tion, North Packing & Provision Co. vs. Director-General, 73 

I. C. C. 749; W. S. George Pottery Co. vs. Director-General, 60 

I. C. C. 372, and Graham County Lumber Co. vs. Southern Ry., 

50 I. C. C. 281. 

Application of Rates Under Intermediate Clause of Tariff Which 
Carries No Routing Restrictions 

California.—Question: In 1920 there was published a through 
carload rate on road oil from station “A” on X Railroad to 
station “B” on Y Railroad, via Junction “C,” rate being open 
to intermediate application and unrestricted as to the line via 
which it applies to and from the junction point. 

A combination rate was applied on a shipment originating, 
at station “B,” which is intermediate to station “A” via a 
slightly more circuitous route, the distance via this route ex- 
ceeding the short line mileage by 244 miles. 

Inasmuch as there is a through physical connection by 
the circuitous route, and as the published through rate from 
station “A” is not restricted to any particular line to and from 
junction point, should not the intermediate application be ap- 
plied on the shipment originating at station “D” and destined 
to station “B’? 

Will you please give me your opinion with reference to 
some decision from the Commission on a similar case? 

Answer: A situation in which the same principle as is 
involved in the instant case was passed upon by the Commis- 
sion in Freeman Grain Co. vs. Director-General, 68 I. C. C. 559. 

A car of grain moved from Lucas, Kan., to Salina, Kan., 
and was there reconsigned to a point in California, moving di- 
rectly westward over the Union Pacific Railroad from Salina 
and through Oakley, Kan., en route. There are two routes 
from Lucas to Oakley, one, the longer, being 246 miles, east- 
ward to Salina, thence westward; the other directly westward 
from Lucas to Colby, thence south to Oakley, a total distance 
of 169 miles. 

The Union Pacific Railroad reconsigning tariff permitted re- 
consigning at the through rate at directly intermediate points 
between origin and destination. The carriers assessed the Sa- 
lina combination, claiming that Salina was not intermediate, 
because the shorter and direct route from Lucas to Oakley was 
through Colby. The Commission, in holding that the through 
rate was applicable, called attention to its opinion in Van Dusen- 
Harrington Co. vs. C. M. & St. P., 47 I. C. C. 59, in which case 
it held that if it is the carrier’s intention to restrict the appli- 
cation of a rate to any particular route, it should do so in une- 
quivocal language. 

We do not locate an opinion of the Commission passing 
specifically upon the application of an intermediate clause simi- 
lar to that in the instant case, but we believe that the principle 
of the above referred to case, namely, that a rate which is not 
restricted to any particular route is applicable via any route 
between the point of origin and destination, is applicable to 
the instant case. See also McGowan Lumber and Export Co. 
vs. Director-General, 59 I. C. C. 694, to the same effect. 


Duty of Carrier to Furnish Suitable Cars 

Illinos.—Question: One of our members made two carload 
shipments of box shooks which were damaged in transit, the 
facts in the case being as follows: The cars furnished by the 
railroad had previously contained lamp black. The shipper thor- 
oughly cleaned the inside of the cars, going over the entire 
surface with a broom, and covered the floor with sawdust before 
loading. The cars were apparently in suitable condition when 
the shipment was loaded. On arrival at destination it was 
found that every board in every shook was covered with lamp 
black, which had evidently beey secreted in the cracks of the 
car and shaken out by the movement of the car in transit. The 
chafing movement of the shooks in transit had rubbed the lamp 
ye the grain of the wood, so that it was impossible to 
us off. 


Can you advise whether or not there is a ruling that would 
have a bearing on this case? 

Answer; It is the primary duty of a common carrier to 
furnish vehicles suitable in every respect in building, strength 
and mode of construction, for the safe transportation of the 
various kinds of property which are usually carried by it, and 
any failure to observe its duty in this regard will render it 
liable for loss or injury caused thereby. State vs. Great North- 
ern Ry. Co., 86 Pac. 1056; Cleveland, etc., R. Co. vs. Louisville 
Tin, etc., Co., 111 S. W. 358; Cent. of Ga. R. Co. vs. Chicago 
Varnish Co., 53 Sou. 832; Loomis vs. Lehigh Valley R. Co., 
101 N. E. 907; Smith vs. New Haven, Etc., R. Co., 90 Am. 
Dec. 166. 3 

In the fulfillment of its duty to provide safe and suitable 
cars for the transportation of goods offered, the carrier must 
provide cars which will protect the goods from the elements, 
and no defect in the cars will excuse a carrier from liability on 
proof of loss or of injury to the goods. 

The above is subject to the qualification that the carrier 
is not liable for loss or injury, where the shipper by express 
contract or by voluntary selection of the car under circum- 
stances which charge him with full knowledge of their capa: 
bilities and defects releases the carrier from this duty. See 
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H. Ginsberg & Sons vs. Wabash R. Co., 189 N. W. 1018; Schrie. 
ber Milling & Grain Co. vs. C. G. W., 246 S. W. 647. 

In Nicholson vs. St. Louis & S. F. R. R. Co., 124 S. W. 573, 
and Edward Frolich Glass Co. vs. Penna. Co., 101 N. W. 223, 
it was held that the shipper was bound by his selection of cars 
However, in the first case, the unfitness of the car was appar- 
ent and the bill of lading contained a release from liability on 
the part of the carrier, while in the second case it was shown 
that there was an agreement between the shipper and carrier 
whereby the shipper was authorized to select cars for trans- 
portation of the products, and he selected an obviously unsuit- 
able car. 

See also Cleburn Peanut & Products Co. vs. M. K. & T. 
Ry. Co. of Texas, 221 S. W. 270. 

In the instant case you apparently exercised reasonable care 
in making use of the car furnished by the carrier and it should, 
therefore, be possible to hold the carrier liable in damages 
for the injury resulting from its failure to furnish suitable 
equipment. 

Notice of Loss or Damage 

Texas.—Question: How long a period after receipt of ship- 
ment may elapse before notice of concealed damage is given 
express company, and not jeopardize the claim? 

Answer: ‘Under the provisions of paragraph (b) of section 
2 of the Uniform Bill of Lading, the filing of a claim or the 
giving of notice of the intention to file a claim within the period 
of time specified therein is, with certain exceptions, a condi- 
tion precedent to the bringing of a suit for loss, damage or 
delay to a shipment. 

While the lapse of the full period of time within which 
the notice may be given will not prevent a recovery, necessarily, 
in view of the fact that there is the probability of the damage 
occurring after the delivery of the goods by the carrier at their 
destination, and of the further fact that the burden is upon the 
owner of the goods to prove that the freight was in good condition 
when received by the carrier at point of origin, and was damaged 
when delivered by the carrier at its destination, early inspection 
of the goods and giving of the notice to the carrier will be of 
advantage in the event that suit must be brought for the value 
of the goods. In other words, the ascertainment of and the 
giving of notice thereof to a carrier of a concealed loss or dam- 
age at as early a date as possible goes to the matter of proof 
and therefore it is a matter which should be given prompt 
attention by shippers and receivers of freight. 

Tariff Interpretation—When Routing Is Provided in Tariff, Rates 
May Not Be Applied via Routes Not Shown 

New York.—Question: Your subscriber has been advised 
that shipper can route his cars via any “working” junction 
point at which cars are regularly interchanged between connect- 
ing carriers subject to tariff, even though tariff specifies but 
one junction point only in its routing instructions, and carriers’ 
division of earnings apply only via such junction point as speci- 
fied in tariff. That the through rate quoted in such tariff will 
apply via either of such junctions, providing the routing specified 
is not materially out of route. 

It is claimed that the Interstate Commerce Commission has 
rendered numerous decisions in support of such a rule. 

Please advise if such statement is correct, quoting reference 
to Interstate Commerce Commission cases in support. If cor- 
rect, would this allow short-hauling of the initial carrier, as; 
for instance, the routing from Lockport, N. Y., on the N. Y. C. 
R. R., via Buffalo, N. Y., to the L. V. R. R. for destination 
Bethlehem, Pa., when tariff provides for routing via Geneva, 
N. Y., or, routing from the same point to D. L. & W. R. R. at 
Buffalo, N. Y., destination Washington, N. J., when tariff pro- 
vides route via Syracuse, N. Y., only? 


Answer: Where a tariff provides that the rates shown 
therein will apply via certain specified routes, the rates will 
not apply via routes other than those specified. The statement 
that the rates will apply via certain routes negatives the appli- 
cation of the rates via other routes. There may be an affirm- 
ative statement that the rates will apply via certain specified 
routes, or there may be a negative statement that the rates 
will not apply via certain specified routes. In both instances 
the effect is to make the rates applicable only via certain routes 
and not via all routes between point of origin and destination 
over the lines of carriers parties to the tariff. 


See rule 4 (j) of the Commission’s Tariff Circular 18-A, 
which reads as follows: 


The different routes via which tariff applies may be shown, to- 
gether with appropriate reference to application of rates. When a 
tariff specified routing the rates may not be applied via routes not 
specified. A tariff may show the routing ordinarily and customarily 
to be used and provide that, if from any cause shipments are sent 
via other junction points but over the lines of carriers parties to 
the tariff, the rates will apply. 

If a tariff contains no routing directions the joint rates shown 
therein are applicable between the points specified via the lines of any 
and all carriers that are parties to the tariff; and shipper must not be 
required to pay higher charges than those stated in the tariff be- 
cause the carriers have not agreed divisions of. the rates via the 
through junction which the shipment moves. If agent of carrier bills 
or sends via a route or junction point that is covered by the tariff 
but via whith no division of the rates applies, it is for the carriers 
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Sailings every two weeks thereafter 
DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 





Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Pittsburgh, Baltimore 
Coptideitin Metin Wer Oren 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 





Only Steamers 
From New York 


Without Change 


December 31 
January 7, 14, 21, 28 
1035 miles by sea; sailing from New York 


every Wednesday—stopping a few hours for 
sightseeing at Charleston, S. C. Friday after- 


noon and due to arrive at Miami Sunday. 
By Returning—steamers leave Miami every. 
Direct Wednesday, calling at Jacksonville, Fla. on 
Thursday due to arrive at New York Sunday. 

Freight NEW OCEAN ROUTE 

and TO THE CITY OF MIAMI 
Modern oil-burning steamers with a wide range 
Passenger of accommodations. Passenger fare includes 
Steamers inside stateroom berth and all meals on 


steamer. Outside rooms, or bedroom suites 
with connecting private lavatory and shower 
bath, are available at varying extra fares 
according to room and location selected. 


Automobiles Carried 


Standard Passenger and Fast Freight Route 
to and from all points South and Southeast. 
For further information, sailing lists, detailed 


ee. — freight rates, etc., apply at any 
local ticket agency, or write to 


CLYDE LINE 


36 North River, New York 
ri Pier 17 P Lbery 114 S. E. First St., 
mi_ Jacksonville, Fla. Miami, Fla. 
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Mobile Oceanic Line 


U. S. Government Vessels 


LINER SERVICE 


FROM 


MOBILE PENSACOLA GULFPORT 


LONDON 
U.S.S.B. S.S. SACO, sailing from Pensacola January 7; 
sailing from Gulfport January 10; sailing from 
Mobile January 14. 


LIVERPOOL and MANCHESTER 
U.S.S.B. S.S. MAIDEN CREEK, sailing from Gulfport 
January 3; sailing from Pensacola January 6; sail- 
ing from Mobile January 12. 


OSTEND and ROTTERDAM 


U.S.S.B. S.S. HASTINGS, sailing from Pensacola January 
29; sailing from Mobile February 7. 


BREMEN and HAMBURG 


U.S.S.B. S.S. EFFINGHAM, sailing from Pensacola 
January 28; sailing from Mobile February 6. 


Mobile Oceanic Line 


Operated for 


United States Shipping Board 


by Waterman S. S. Corp., Managing Operators 
Mobile, Ala. 
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LF 
DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON—HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, fer Transshipment at San Francisco. 


eee ee frem Pacific Coast Ports te Mexico, Cuba, Porte 
Rice, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 


GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bidg. SWAYNE & HOYT, Inc. 
Geen, Teas 430 Sansome St., San Francisco, Cal. 
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to agree between themselves upon the division of the rate, and 
the intermediate or delivering carriers may demand from the car- 
rier whose agent so missends shipment their full local rates for 
the service which they perform. (This must not be construed as 
conflicting with routing and misrouting rulings published in Confer- 
ence Rulings Bulletins.) 


With respect to the application of what is termed the “car- 
rier’s routing clause” see our answer to “Ohio” on page 422 
of the February 16, 1924, Traffic World, under the caption, “Rout- 
ing—Carrier’s Routing Clause.” 


Freight Charges—Liability of Carrier Where Shipment Is Re- 
consigned by Consignee 

West Virginia —Question: Shipper A makes a carload ship- 
ment to B at destination C. En route the shipment is recon- 
signed to destination D by request of the original shipper. On 
arrival at destination D, the consignee, accepts the car and, after 
holding on his tracks for some time, reconsigns the car to des- 
tination E, without the knowledge of the original shipper. On 
arrival at the last destination the car was refused by the con- 
signee and sold for the payment of freight charges and accrued 
demurrage. The railroad company called on the original ship- 
per of the car for payment of freight charges from original 
destination to final destination, where refused, and payment 
was refused. The railroad company later admitted they pos- 
sibly could not lawfully collect the charges under the recon- 
signment, but could collect accrued charges from original des- 
tination to the first destination of the car. 

We have taken the position the shipper fulfilled his part 
of the contract when delivery was made at the destination 
specified by the shipper, and the consignee reconsiging the car 
to another destination constitutes a new contract as between 
the new destination and the new consignee prescribed by him, 
that the reconsignment was made without any knowledge of 
the original shipper, and therefore the original shipper had no 
way of protecting his property. 

Answer: In our opinion, the original consignor, “A,” is 
liable only for the charges for the movement to point “D.” A 
consignor’s liability for the payment of freight charges is based 
upon the contract of shipment which he enters into with the 
carrier at the time the goods are tendered to the carrier for 
transportation, and we, therefore, do not see how he can be 
rightfully held for charges beyond this amount. See, in re 
O’Gara Coal Co., New York Central R. Co., vs. Gardner, 294 
Fed. 89, in which it was held that the original contract fixes 
the consignor’s obligation for freight charges, and no other lia- 
bility could, without his assent, be imposed on him by a con- 
necting carrier in delivering the freight to the consignee before 
reaching its stipulated destination, the connecting carrier being 
the agent of the initial carrier, and its right to compensation 
being dependent on and determined by the contract such initial 
carrier made with the shipper. 

See also our answer to “Ohio” on page 370 of the August 
16, 1924, Traffic World, under the above caption, in which are 
cited four cases which hold that a party who, without accepting 
delivery of a shipment, reconsigns the same is not liable for 
the charges thereon. Under such decisions, it would appear 
that either the original consignor or the ultimate consignee 
must pay the charges from original point of shipment to final 
destination. 

Proof of Damage Where Shipments Move by Rail to Port and 
Steamship Beyond 

New York.—Question: We made a shipment on a straight 
bill of lading consigned to the X Steamship Line, New York 
City, and showed at the bottom of this bill of lading that the 
goods were for Jones & Company, San Francisco, Calif. The 
bill of lading was made out in this way for the reason that the 
railroad will not accept a- bill of lading showing the through 
destination in the usual space on account of no through rates 
applying via the Panama Canal. 

The shipment arrived in New York, and a part of the ship- 
ment was sent vial all-rail route to San Francisco, resulting, of 
course, in an overcharge for freight. The balance of the ship- 
ment was delivered to a carting company and they delivered 
it to the steamship company. When the shipment arrived in 
San Francisco this part of the shipment was damaged. Upon 
entering a claim with the initial carrier, they refused to honor 
the claim, stating that their responsibility “ceased on delivery 
of the goods to a drayman in New York, and, on account of 
the drayman not getting a notation on his freight bill or deliv- 
ery receipt that a damage was evident, they were not liable 
for any loss or damage. 

Our contention is that we eontracted with the initial carrier 
to deliver our goods to the steamship company and that their 
responsibility does not cease until they have delivered the 
goods in good order, or with the necessary exceptions taken at 
the time of actual delivery to the steamship company. 

The present status of our claim is that the steamship com- 
pany deny any liability, claiming that the goods were not dam- 
aged while in their hands and the railroad company deny re- 
sponsibility because the drayman did not get an exception on 
his freight delivery receipt. 

In your opinion, who is responsible for this damage? 


TRAFFIC WORLD 





Vol. XXXIV, No. 26 


Answer: The provisions of paragraph 11 of section 20 of 
the interstate commerce act, relating to the liability of the 
initial carrier for damage occurring on the line of a connecting 
carrier, not being applicable thereto, the shipment in reality 
consisted of at least two separate movements, one by rail to 
the port, the other by steamship beyond the port. 

Where the damage occurred is a question of fact, to be 
determined according to the principles of law governing the 
determination of such a question. 

The rail carrier cannot be held liable if the damage occurreq 
after the delivery of the goods at the port, nor can the steam- 
ship company be held liable, unless the damage occurred while 
the goods were in its possession. 

However, upon proof of the delivery of the freight in good 
condition to the rail carrier and its delivery in a damaged con. 
dition at point of destination the burden, in the event an action 
is brought against the rail carrier, would be upon the carrier 
to prove that it delivered the freight in good condition at the 
port. The fact that a clear receipt therefor was given by the 
steamship company would be evidence of this fact. 

' If the action was brought against the steamship company 
the same burden of proof would be upon the steamship com- 
pany and the fact that it receipted for the freight without ex- 
ception thereto would be evidence of the fact that the damage 
occurred while the goods were in its possession, which, of 
course, might be rebutted by the carrier, the issuance of a 
clear receipt not being conclusive evidence that the freight was 
in good condition when received by the carrier issuing the same. 

Whether or not the drayage company was the agent of the 
rail carrier or acted in a common-carrier capacity, as a third 
and intermediate carrier is dependent upon the terms of the 
bill of lading issued by the initial carrier and of the tariffs cov- 
ering the movement to the port. If in the latter capacity, the 
same principles would apply to the determination of its liability. 
If as an agent of the rail carrier the rail carrier is liable for 
any damage occurring prior to the tender of the goods to the 
steamship company. 

Where a shipment moves over two or more carriers and 
the provisions of the Carmack amendment, under which the 
initial carrier can be held liable for injury to the goods proved 
to have occurred while the goods were in the course of trans- 
portation, regardless of whether the injury occurred on its line 
or the line of a connection, are not applicable, there is always 
difficulty in determining which carrier is liable for the injury. 
It was because of this that Congress enacted the Carmack 
amendment; namely, the provisions of paragraph 11 of section 
20 of the interstate commerce act which relate to this matter. 


Classification Rating—Dimension Stock 


Tennessee.—Question: We, in order to use the waste prod- 
ucts from our planing mill, manufacture what we call ‘“dimen- 
sion stock,” edges glued together, made up of lumber 13/16 
inch and thicker. And at times when we have orders calling 
for side stock, we made it up by gluing. We are allowed lumber 
rates on this material when moving in carload quantities, but 
transportation companies assess third class when in less than 
carload. That is in accord with item 18, page 445, to Consoli- 
dated Classification, but this item covers “wood, built up or 
combined, native wood, Canadian wood or Mexican pine;” it is 
our understanding that this item should cover what is known 
as laminated woods, built up two or more thick. It is 
our contention this traffic is justly due the lumber ratings when 
in less than carload, and we would like to have your opinion 
on the matter or any rulings you are in possession of. 

Answer: As we understand from your letter and as ap- 
pears from the Commission’s report in Docket 8131, Rates on 
Lumber and Lumber Products, 52 I. C. C. 598, 621, there is a 
distinction between combined or built-up wood and dimension 
stock, edgesglued together. If this is true the rating in item 
18, page 445, of Consolidated Classification No. 3, does not prop- 
erly apply to your commodity, unless under the analogous rating 
rule. A careful consideration of all the facts would be neces- 
sary to a determination of whether the lumber rating should 
apply. See Paducah Box & Basket Co. vs. Ill. Cent. R. R. Co., 
Unreported Opinion No. A-74. 

We can locate no opinion of the Commission in which the 
rating to be applied on dimension stock in less than carloads 
was considered. 


Liability of Carrier Where Goods Are Improperly Packed or 
Loaded by Shipper 

Ilinois—Question: Shipment of machinery from A to B. 
Detachable part removed, placed on the car floor; thoroughly 
blocked and strapped. The shipment was inspected by repre- 
sentative of the carriers before allowing the car to go forward. 

Upon arrival at destination the large piece of machinery 
was barely on the car and so badly tilted that the switching 
crew found it advisable to decline to place the car in the spot 
where we desired same to be unloaded. The detachable part 
which was blocked, strapper, nailed, etc., to the floor, was miss- 
ing. The blocking, however, was still in place. A careful in- 
spection of the car developed that the car floor was in poor 
condition and rotten. 
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is as nearly complete as it is possible to make it. 
Every day it comes to you, by first class mail 
with 


Lists of abstracts of tariffs filed with the 
Interstate Commerce Commission. 


Complete lists of embargoes as issued 
by the American Railway Association 
at Chicago and Washington. 


Dockets of proposals for rate changes 
to be considered by the various car- 
riers’ rate committees. 


Abstracts of fourth and sixth section 
applications and orders. 


Suspension orders, released rate orders, 
steamship sailings, and 
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TRANSPORTATION MATTERS. 


Subscribers for THE DAILY TRAFFIC 
WORLD AND TRAFFIC BULLETIN also re- 
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weekly Traffic World and the weekly Traffic 
Bulletin. Thus, nothing is left undone that 
will make for completeness of information and 
convenience for the subscriber. 


Then, there is the personal service from Washington 
recently augmented, performed without charge for 
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EXPRESS SERVICE 
15 Days Coast to Coast 
Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 

From New York Westbound Eastbound frem San Francisco Les Angeles 
S.S. Kroonland Jan. 8 S.S. Manchuria Jan.17 Jan. 19 
S.S. Finland Jan. 22 S.S. Kroonland Jan.31 Feb. 2 
S.S. Manchuria Feb.12 S.S. Finland — Feb.14_ Feb. 16 

and regularly thereafter 
ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIc LINE 


International Mercantile Marine Company 


PIER 61 North River, N. ¥.C. 1 BROADWAY, N. Y.C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore—Chamber of Commerce Bidg. 
Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles—San Francisco—Oakland—Portland—Seattle—Tacoma 


United Fruit Company 


General Offices, 131 State Street, Boston, Mass. 


STEAMSHIP SERVICES 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 


TO 
Havana and Santiago, Cuba 


JAMAICA COLOMBIA 


Kingston gena 
Port Antonio Puerto Colombia 


Jamaica Outports Santa Marta 


CANAL ZONE cones. See _ 


Cristobal 
Ports of Guatemala 
PANAMA and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast 
of South America, Central America and Mexico. 


For rates and other information, address 
New York, N. Y. 
New Orleans, La. 
Long Wharf Boston, Mass 
Marquette Building 
Huff Shipping Agency 
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-Inadvertently the shipper at A neglected to indicate on the 
bill of lading that, in addition to the machine, detachable parts 
were included in the consignment and strapped to the car floor. 
The -carrier does not deny that the material was loaded, but 
in the absence of the fact that the detachable parts were not 
shown on the bill of lading they have declined to entertain the 
claim, citing Note 1, page 262 of Consolidated Classification, and 
intimate that detachable parts were not boxed in accordance 
with said rule. ee. 

‘It is our contention that “boxing” does not necessarily re- 
quire the detachable. part to be entirely surrounded by wood 
and then bolted or strapped to the floor. Proper blocking of 
the detachable. part using the flooring of the car as one side 
of the boxing, in our opinion, satisfies the requirements of the 
classification. It is-our further opinion that it is not practicable 
in all instances to box detachable parts of machinery. 


Will: you be kind enough to furnish your opinion as to 
whether, carrier is justified in declining to entertain claim which 
was presented for the value of the missing part of machinery, 
merely because the bill of lading did not indicate that said 
article was included in the consignment, also, if consistent, can 


you advise us what your views are with respect to what con- 
stitutes “boxing’’? 


Answer: We can locate but two cases which relate spe- 
cifically to, the question of whether the shipper’s failure to pack 
his shipment in accordance with the requirements of the car- 
rier’s tariffs absolves the carrier from liability for damage to 
the shipment. These’ cases are Newman vs. Seaboard Air Line 
Ry., 124 S. E. 627, and Grammes vs. Central Railroad of New 


— 112 Atl, 532.. In.the first. case the court, on page 629, 
said: , 


It is insisted further for the defendant that its motion for non- 
suit should have been allowed, because the shipment is in violation 
of the classifications introduced in evidence that leaf tobacco be 
shipped in‘ bags, bales, bundles, etc. It is not at all clear that this 
tobacco, when shipped, was not in the shape referred to. The wit- 
ness, I, Smith, an employe of the company, testified that the 
tobacco was tied in bundles and put on sticks. But if the contrary 
be conceded, we do not understand that this classification is inhibitive 
in its terms or powers, or that it is to be regarded as an essential 
to a valid shipment. So far as discoverable from this record, it seems 
to be a provision inserted ‘for the protection of the company, and 
not directly bearing on the administrative regulations established pri- 
marily to prevent discrimination among shippers, and, this being true, 
it could be waived by the company and should be considered waived 
on the facts as presented. And, even if otherwise considered, the 
shipper being in no wilful default, the only penalty enforceable would 
we the collection of the additional freight required by the schedules, 
and this, as we have seen, has been allowed for in the verdict. 

There is nothing in the disposition of the case that in any way 
eonflicts- with-our.decision in Morris: vs. Express Company, 183 N. C. 
144, 110 S. E. 855, cited for plaintiff. That was a case to some extent 
involving the rights of a shipper and carrier in reference to the 
contents of a closed package, and the representations regarding it 
permitting the inferente of fraud. But no such question is presented 
here where it is not denied that the company and its agent were fully 
informed of what the shipper intended to place in the car. 


In the other case, namely, Grammes vs. Central Railroad 
of New Jersey, 112 Atl. 532, the court said: 


Had the defendant observed its own regulations, and the loss been 
occasioned by plaintiff’s failure to comply therewith, the point it 
now seeks to raise, viz: is a carrier responsible for a loss resulting 
from a shipper’s failure to obey its rules, would have been up for 
consideration. Here, however, defendant, by its haste prevented 
plaintiff from marking the freight as required, did not ‘‘observe’’ its 
own regulations—as the act-of 1910, relied on (by it), required it to 
do—in that it received freight which was not all properly marked, 
and issued a through bill of lading therefor which did not show mark- 
ings on the barrels, and yet seeks to escape the liability which the 
act of Congress imposes, though the fault was all its own. This, of 
course, it. cannot do;-and hence, since the assignments of error do 
not question the amount of the verdict, we need not consider the 
other points argued; though it may be considered the maximum of 
escape from liability would, in any event, be the value of the brass 
in the unmarked barrels, and, though having the burden of proof 
on this point, defendant gave no evidence as to either the num- 
ber or value. 


The judgment of the court below is affirmed. 


There are, however, numerous cases which relate to a car- 
rier’s liability for loss.or damage to goods which are improp- 
erly packed or loaded by the shipper. Among these cases are 
the following: 


A. C. L. vs. Rice, 52 Sou. 918; Wilson & Co: vs. Hines, 213 
Pac. 5; Mitchell vs. Nor. Pac., 213 Pac. 293; G. W. T. & P. 
Ry. Co. vs. Wittnebert, 108 S. W. 150; Hines vs. Buchanan, 109 
S. E. 219; Greenwald vs: N. Y. C. & H. R., 159 N Y. S. 15. 

The first three cases hold that the carrier is liable for loss 
or injufy to the goods, even though improperly packed or loaded, 
if that fact is apparent to the carrier or his servants upon ordi- 
nary observation, the carrier having the right te refuse to 
receive them in that condition. 


The other casés hold that the carrier is not liable if the 
goods are improperly packed or loaded, it being held in. Hines 
vs. Buchanan, 109 S. E. 219, that a carrier is not required to 
inspect carloads loaded by shippers to ascertain whether the 
tne have. been properly packed before proceeding to transport 
hem. - 


In A. C. my vs. Rice, 52 Sou. 918, the court, on page 920, said: 





Vol. XXXIV, No. 26 


Subject to exceptions, among others, not now necessary to 
enumerate, that it may properly refuse to accept for transportation 
goods “tendered in an unfit condition” therefor, a common carrier 
is duty bound to transport all goods that are properly offered for 
that purpose. 4 Elliott on Railroads, sec. 1466; 1 Hutchison on Car- 
riers, sections 143, 145. But while a carrier may refuse to accept 
goods improperly packed, yet if it accepts them in that condition— 
a condition open to ordinary observation—‘“‘the duty attaches for ex- 
ercising due care for its safe carriage.’’ Union Express Co. vs. Gra- 
ham, 26 Ohio St. 595; E. J. . Ry. Co. vs. Bates Machine (Co, 
98 Ill. App. 311, 315; Hannibal Railroad Co. vs. Swift, 12 Wall. 269’ 
272, 20 Sou. 423; 4 Elliott on Railroads, sec. 1466, page 154; Munster 
vs. S. E. Ry. Co., 4 C. B. N. S. 676. Mr. Elliott at the citation 
last made from his work, says: ‘If goods which may be properly re- 
jected are actively, not merely constructively accepted for carriage, 
a common carrier’s liability attaches.’’ 


We think it may be safely ruled in accordance with Hannibal 
Railroad vs. Swift and the other texts and decision cited, that, first 
the carrier has the right to inspect proffered shipments and to re- 
fuse their acceptance when not in fit condition for transportation; 
second, that, if unfit for shipment, and ordinary observation would 
discover that fact, it is the duty of the carrier to refuse the ship- 
ment, in order that the shipper may, if he can, conform the ship. 
ment to a fit condition for transportation; and, third, that the ac- 
ceptance of a shipment for transportation without qualification or 
dissent in respect to the fitness of its condition for that purpose, 
subject the carrier. to all the liabilities ordinarily attaching to an 
accepted shipment of the character to which that shipment belongs. 

The carrier may, in a proper case, refuse a shipment where in 
unfit condition for transportation. If so it must be a necessary con- 
sequence, that, having accepted the shipment, as tendered, its duty 
is unmodified by the care, sufficiency or insufficiency, open to ob- 
servation, of the packing of the shipment so received for trans- 
portation. It follows, of course, that the insufficiency of the crate or 
box from which the dog escaped, for the purpose here disclosed, 
was not negligence exonerating this carrier. There is no such thing 
as contributory negligence in cases of this character (McCarty vs. 
L. & N. Railroad Company (Ala.) 14 Southern 370) for the statutory 
reason that if negligent at all in the loss or injury to goods com- 
mitted to a common Carrier for its service, the carrier is liable, the 
plea of contributory negligence being one of confession and evidence. 


The case of Hines vs. Buchanan, 109 S. E. 219, contains 
quite a complete review of the authorities on the subject, and 
in this case the court places an entirely different construction 
on the decision in Hannibal Railroad Co. vs. Swift, 12 Wall 
262, from that of the court in A. C. L. Vs. Rice, 52 Sou. 918. 

In our opinion the detachable parts were not packed in 
accordance with the provisions of the classification with respect 
to boxing, which provisions contemplate, in our opinion, the 
placing of the goods in a container, in the form of a box, which 
box must then be fastened to the floor of the car in the manner 
specified in item 6, page 262, of Consolidated Classification No. 3. 


SOUTHERN PACIFIC WAGE INCREASE 


A petition by the western railroads to the Railroad Labor 
Board asking that the wage increases granted, Dec. 16, by 
the Southern Pacific to its engineers and firemen be set aside 
was denied by the board, Dec. 24. The roads, through the 
Conference Committee of Managers, made the points that the 
increases were gained through a threat of strike, that they 
would result in freight and passenger rates increases in the 
west, and that they could not be afforded by the carriers. 
The petition cited section 307 (b) of the transportation act 
as the authority under which the board might set aside the 
agreement. That section says that the board may nullify a 
decision to increase wages on a carrier if, in the estimation 
of the board, the increases would result in higher freight 
and passenger rates on the line. 

The petition was the first instance of any request to the 
board to consider a case on such grounds, and it was pointed 
out that favorable action by the board might bring other 
applications for decisions or agreements to be set aside be- 
cause they would necessitate increases in rates. 

In a letter to W. M. Jeffers, chairman of the Conference 
Committee of Managers, the board said, with regard to the 
point made by the carriers that the men gained their ends 
by a threat of strike, that under the law they had that right. 
The board said it did believe, considering the increase and 
the financial position of the road, that higher rates would 
result. It pointed out that the western roads did not say that 
increased rates would result on the Southern Pacific, but on 
the western roads, and that the roads’ interpretation of the 
law was incorrect if they believed the board would have 
authority to suspend an agreement on one line because, if 
extended to another, the latter could not pay wages without 
increasing rates. 

Although the Conference Committee represents roads in 
the west, through: powers of attorney, the Southern Pacific 
notified the board that it was not a party to the petition. 


TELEPHONE EARNINGS 


Operating income of 71 telephone companies having annual 
operating revenues in excess of $250,000 amounted to $14,922,- 
630 in October, as compared with $11,736,669 in October, 1923, 
an increase of 27.1 per cent, according to the Bureau of Sta- 
tistics of the Commission. For the’ ten months ended with 
October operating income totaled $122,667,039, as compared 


with $113,288,507 in the same period of 1923, an increase of * 


$9,378,532, or 8.3 per cent. 
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Ship by Water 


‘“‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


_ SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CoO., Inc. 
Moore and Water Streets, New York _ Telephone Bowling Green 7394 
4 Ble Oliver "Oliver Bide 333 S. Seabee t. 


at our Branch Offices at ports of call, e 





Baltimore, Md. 
39 South St. 
And 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New Y: Philadelphia, Bal panoes Sad ete Ne tee Angeles 
~ “= Francisco, Portland, Seattle and Taco 


WESTBOUND SAILINGS 
NEW YORK 


SANTA OLIVIA....... December 30. 
SANTA ROSA.......... January 13 
Mason nin Reena. de January 21 


Through bi issued for tr nsshipment at San Francisco te 
Hawaiian tent {oy and the Fas East. 


EASTBOUND SAILINGS 


LOS ANGELES 
*COLOMBIA......... nae ‘3. January 10 
SANTA PAULA ...... January 14 January 16 
SANTA OLIVIA...... January 28 January 30 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, Canal Zone, Havana (Eastbound). “ 


Fares te Les Angeles or San Francisce, First Class, $250, $278 and $300 


PANAMA SERVICE 
Between San Francisce, Les Angeles, Mexice, Central America and Canal Zene 
S.S. CITY OF SAN FRANCISCO sails from San Francisco January 13 
S.S. CORINTO sails from San Francisco February 3 


PACIFIC MAIL S. S. COMPANY — 


10 Hanover Square, New Yor! 
605 Central Bidg., Los o Angles, Cal cane” 


Hoge Bide. Norfolle, Southgate Fwd. & Stge.Co 
eet uitable Bide. Cleveland. the : 
: cape ene “ink helio 


MEMPHIS, TENN. 


WHERE. THE 


SOUTH BEGINS 


Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE 


HAY ~ GRAIN. - AUTOMOBILES 


_ POOL CAR DISTRIBUTION 


Reasonable Rates - 


Lowest Insurance - 


Prompt re 


Mr. Manufacturer:- Sropiems made ease and distribution | 


MEMPHIS TERMINAL CORPORATION | 


MEMBER A. W. A. ) 
General Offices :—15th Floor, Central Bank Building se ah 
MEMPHIS, TENN. deat ae 
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Personal Notes | 


C. H. Marshall has been appointed general agent of the 
San Francisco-Sacramento at Los Angeles. 

B. V. Chittenden has been made general agent of the Mis- 
sissippi Central at Chicago. 

J. A. Person has been appointed freight traffic manager 
of the Philadelphia & Norfolk Steamship Company. O. C. 
Abrams has been made genera] freight agent. 

Walter S. Curlett has been appointed assistant to the chair- 
man of the Trunk Line Association at New York. 

W. H. Andrews has been made general agent of the Mis- 
souri & North Arkansas at Los Angeles. 

Julien L. Eysmans, assistant general traffic manager of 
the Pennsylvania, has been appointed to succeed the late Rob- 
ert C. Wright, who died, as general traffic manager, effective 
January 1. C. H. Sudborough, traffic manager of the South- 
western Region, will succeed Mr. Eysmans. 

B. A. Rockwell, general western agent of the Kerr Steam- 
ship Company, Inc., at Chicago, has been promoted to the posi- 
tion of traffic manager at New York, effective January 1. Some 
of his friends will give him a farewell party at the Traffic 
Club of Chicago the evening of December 29. 





DOINGS OF THE TRAFFIC CLUBS 


The Denver Commercial Traffic Club met recently and had 
as its guests representatives of the various western public 
utilities commissions, who were attending the hearing of the 
express rate case at that time. John Benton, of Washington, 
general solicitor of the N. A. R. U. C., was the principal speaker. 
Talks were also given by Hugh Le Master, assistant attorney- 
general of Nebraska; J. C. Henderson, of the Iowa commis- 


sion; and Grant Haldeman, Frank Lannon and Otto Bock of 
the Colorado commission. 





The Milwaukee Traffic Club will hold its annual dinner 
January 14 at the Pfister Hotel. President Charles Donnelly 
of the Northern Pacific, A. C. Backus, publisher of the Mil- 
waukee Sentinel, and Judge E. T. Dixon of the U. S. court, 
Cincinnati, will be the speakers. 
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The Traffic Club of New England met December 4 ang 
elected the following officers: President, F. W. Hunt; vice. 
presidents, C. E. Mayer, W. T. Lyman, J. H. Lane and G. o, 
Sheldon; secretary-treasurer, P. L. Stuart. Directors electeg 
are, Edward Dana, J. S. Hathaway, R. Van Ummerson, FE. {, 
Wilson, C. R. Blades, G. H. Eaton and S. A. Colpitts. 





The Transportation Club of St. Paul met at luncheon De. 
cember 23. Charles F. Collison, agricultural editor of the Min. 
neapolis Tribune, spoke on “Golden Butter and Golden Dollars,” 





The Traffic Club of Pittsburgh held its annual Christmas 
frolic December 20 and its semi-weekly luncheon December 22, 
W. L. Affelder, assistant to the president of the Hillman Coal 
and Coke Company, was the speaker at the luncheon. 





The Traffic Club of Philadelphia will hold its seventeenth 
annual dinner at the Bellevue-Stratford Hotel January 22. 





The Traffic Club of Toronto held its annual banquet De- 
cember 19. C. A. Cairns, passenger traffic manager of the 


Chicago & North Western, spoke on “A Hop, Skip and a Jump 
Through Europe.” 





The Cincinnati Traffic Club will hold its monthly meeting 
December 29 at the Hotel Havlin. S. F. Fannon, director of 
the department of public service, Sherman Service, Boston, 
Mass., will speak on “Human Factor in Industry.” 





The Washington (D. C.) Traffic Club has elected officers as 
follows: President, S. Russell Bowen, vice-president of the 
Washington Railway & Electric Company; vice-president, C. E. 
Thorney of the Baltimore & Ohio; and secretary-treasurer, R. 
P. Richardson of the Baltimore & Ohio. The retiring president 
was O. B. George of the American Railway Express. The club 
will hold its annual banquet at the Raleigh Hotel February 19. 





The Lansing Traffic Club met December 19 and elected 
the following officers: President, J. C. Van Nordstrand, agent, 
American Railway Express Company; vice-president, W. E. 
Ceeley, traffic manager, Simon Iron & Steel Company; and 
secretary-treasurer, C. V. Colvin, traffic manager, the Briggs 
Company. The club will hold its annual banquet when the 


Great Lakes Regional Advisory Board meets at Lansing, March 
10. 





The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 











UNIFORM CLASSIFICATION 
Editor The Traffic World: 


The present attempts to make the classification uniform 
seem to the writer to be a huge joke. Why can’t the classifi- 
cation committees that represent the railroads at least be fair 
in the interest of so-called uniformity? 

The writer can name at least a dozen items in the food 
stuff line since 1920 in Western Classification territory that 
have been advanced, but he has failed yet to see where they 
have reduced the class rating in eastern territory down to 
the Western Classification rating in the interests of uniformity. 

It wouldn’t be quite so discouraging to the fellow west 
of the Mississippi River if, when they advance a western class 
to make it uniform to the basis of the Eastern Classification, 
‘the next time a change has to be made they might reduce the 
Eastern Classification down to the basis of Western Classifica- 
tion in.the interest of uniformity. 

Just once, in the interest of uniformity, would I like to 
see them take an Eastern Classification item and reduce it 
to the basis of the present Western Classification. 

In 1920 when they consolidated the classifications they put 
over at least a half dozen items in food stuff where they 
advanced the classification on us in western territory. The 
most of us who were interested didn’t have any opportunity 
of seeing the docket and didn’t know anything about the ad- 
vance in classes until the classification was published. 

In the matter of dockets it is different now because a 
few of us who are interested have seen to it that we secure 
these dockets, but ever since 1920 they have persistently and 
consistently tried to advance our classification ratings in 
Western Classification territory on food stuffs. 

THE MOREY MERCANTILE CO., 
perrags _— -R. Plickinger. 


Denver,. Colo., Dec. 22, 1924. 


STORY OF TWO FRIENDS—A FABLE 
Editor The Traffic World: 


Here is the story of the two friends, as Asop might have 
told it: 

Once upon a time there lived together two men; the name 
of one of them was called “Railroad” and the name of the 
other was called “Shipper.” They had grown up together and, 
while they did not always agree, they managed to get along 
as well as any two friends ordinarily do. They early learned 
that to succeed in accumulating the necessities of life they 
must work together. As they grew in years one of them de- 
veloped some chronic disorder and complained loud, long, and 
often of the pains he suffered. “Shipper” was of a sympa- 
thetic nature and did his best to alleviate his buddy’s suffering. 
He called in the most able doctors to diagnose the trouble 
and they prescribed remedies which were most costly, but which 
Shipper gladly and willingly purchased out of his own pocket 
money, in the hope that Railroad would fully recover. At the 
end of two years, however, Railroad was still complaining, and 
at the end of three years he moaned and groaned just as loud, 
long, and often as before, although the doctors said, and all 
the neighbors agreed, that his health was much better and 
there didn’t seem to be much the matter with him. 

Some of the neighbors whispered among themselves that 
there was an elegent “kick” to the medicine Railroad was get- 
ting, and that he liked it so well he would like to have the 
dose increased rather than reduced. Even Shipper began to 
get suspicious and his sympathy was in a fair way to lose 
some of its warmth. During the three years, though, Shipper 
had been doing well, in a worldly way, and while things were 
coming easy he had been living a little too high. And so, in 
the fourth year, he developed an attack of gout, and when 
one suffers from the gout he is apt to resent the constant 
complaining of someone else who, at least, has had his ailment 
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Shippers Are Using the New Method 
—BALSA WOOD BOXES 


Balsa Wood Boxes will take perishables and semi- 
perishables long distances and 
Lo deliver them in good condition 
er without the necessity of ice packs. 






Resilient, light and strong this 
remarkable wood insulates your 
goods by its cellular structure. 


Made in any size, each with a 
strong, iron band. Write for 
further details. 


BALSA BOX DEPARTMENT 


The Fleischmann Transportation Company 


699 Washington Street 327 South La Salle Street 
New York Chicago, IIl 
Baltimore San Francisco Buffalo 
St. Louis Langdon, D.C. Peekskill, N. Y. 
Seattle Boston Cincinnati 


AY 


St. Paul 
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Minneapolis sss=e4--- 
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We New York 
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Five Railroad Lines Out of Monroe 


We ship out of Monroe over five different Rail- routes and train service schedules to all principal 
roads, including four Trunk Lines having direct cities in the east and middle west. 


Corrugated, Solid Fibre Write Dept. T for 
and Folding Paper Bore CONSOLIDATED PAPER COMPANY — Complete 
BALTIM 
$02 Garrett Bide. nit white Bt Bids. MONROE, MICHIGAN “508 ‘Pacis ty raw Bldg. 39 Cortlandt Strest 
80 Boylston Street 462 Gusies Bidg. CLEVELAND—R-808 Prospect 4th Bidg. 1401 E. 76th St. Wises A Suburb of Pittsburg’ 
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long enough to have gotten used to it. Then, too, the sufferer 
from the gout likes to do a little complaining himself, and 
complaining doesn’t afford any relief unless it falls upon sym- 
pathetic ears. In this case, however, Railroad was so used to 
being sympathized with himself that he couldn’t find time to 
sympathize with Shipper. In fact, he rather doubted the reality 
of Shippers’ illness, feeling that may be it was just put on to 
draw attention away from himself. Shipper asked Railroad if 
he had forgotten about how they used to work together and 
how they agreed that Cooperation was the thing that counted. 
Railroad said, though, that Cooperation, in his dictionary, meant 
that Shipper should look out for Railroad and should do all 
in his power to help him, but there wasn’t anything in his 
dictionary that said Railroad should concern himself to any 
great extent with Shipper’s troubles. And Shipper concluded 
that either he was going to have some sympathy himself or 
he would become just as unsympathetic as his former bosom 
friend. And as that brings us up to the present time we can- 
nont conclude the fable. We don’t know whether they both 
will forget their troubles and get down to cooperative work 
again or whether, egged on by some of the political neighbors, 
Shipper will rise up some day and smite Railroad over his 
dome. 

The moral thus far is: “When tears become a habit they 
no longer indicate suffering.” 

L. E. Golden, Commerce Counsel, 
Burlington Shippers’ Assn. 
Burlington, Ia., Dec. 19, 1924. 


INTERLOCKING DIRECTORATES, ETC. 


Albert E. Clift has been authorized to hold the position of 
president of the Chicago & Illinois Western Railroad in addi- 
tion to positions previously authorized. 

Joseph P. Blair has ben authorized to hold the offices of 
general counsel of the Southern Pacific Company and its numer- 
ous subsidiary lines and president and director of the El Paso 
& Southwestern Railroad Company, Arizona & New Mexico 
Railway Company and others. 

George C. Cooke has been authorized to hold the office of 
director of the Cumberland Valley & Martinsburg Railroad Com- 
pany and Southern Pennsylvania Railway & Mining Company 
in addition to holding a directorship and/or any other office or 
offices with the Pennsylvania Railroad Company and numerous 
other lines subsidiary thereto. 


EASTERN DIVISIONS INQUIRY 


The Trafic World Washington Bureau 


Informal negotiations between railroads in the western and 
mountain-Pacific groups for a settlement of their division dis- 
agreements without the necessity for formal hearings on the 
subject by the Commission, on which high hopes were hung 
for a time, appear to be on the point of coming to an end with- 
out the accomplishment of any part of the end sought. In 
other words, the chances are that not one thing will be settled. 
The thought now is that early in the coming year the Com- 
mission will have to hold hearings on the order it issued months 
ago instituting a general inquiry. The fact that there were 
serious disputes among the carriers in the two groups was 
brought out at the time the Commission was asked to restore 
the spread in rates as between wheat and coarse grains. 

The recently instituted inquiry into the divisions among 
roads in the eastern group, No. 16495, may be regarded as a 
supplement to the western inquiry which Commissioner Potter 
tried to make unnecessary by means of informal negotiations, 
the thought being that the Commission, being advised by Mr. 
Potter that hopes of settlement were few, decided that it would 
be well to have the whole matter before it at one time. The 
New England lines were excluded, for the time being at least, 
because, in theory, their troubles were greatly reducd in num- 
ber, if not wholly eliminated, by the decision of the Commis- 
sion in the New England divisions case, the decision in which 
was approved by the Supreme Court of the United States as 
being within the scope of the authority granted the Commis- 
sion in the transportation act of 1920. 

That New England case, in a broad way of speaking, pre- 
cipitated a large number of dissensions. Rather, perhaps, it 
would be more accurate to say it brought long existing dissen- 
sions to the surface. One of the first of the disagreements, 
for instance, was that over the division of transcontinental 
rates. That was first shown as a dissension between the New 
England lines and their Hudson river connections. Then it 
was shown as a dissension between the lines bringing trans- 
continental traffic to Chicago and other western termini of east- 
ern lines, and the eastern lines. In the same way dozens of 
other sore points have been coming to the surface, so that, in 
a general way of describing conditions, there is more agitation 
now among the railroads about dividing the money the public 
pays than there is about the amount the public shall pay, in 
the form of rates. 

Weak railroads are insisting their stronger connections 
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shall be made to give them a larger share of the money paid 
for joint undertakings, without fear of retaliation by their 
strong connections. They figure that the strong roads cannot 
punish them in any way, because, in the final analysis, the 
decision as to what is equitable is within the power of the 
Commission, and not in the strong arm of the big road. 





Digest of New Complaints 


No. 15187 (Supplemental Complaint). St. Louis Fruit & Vegetable 

Dealers’ Traffic Assoc., St. Louis, Mo., vs. L. & N. et al. 

Unjust and unreasonable rates, in violation of Section 6, on five 
shipments of tomatoes from St. Louis, Mo., to New Orleans, La. 
Asks reparation. 

No. 16491. Pacific Tank & Pipe Co., et al., San Francisco, vs. Southern 

Pacific et al. 

Alleges that classification maintained on wall board of third 
class in less than carloads and fifth class in carloads (Item 5 of 
Sup. 1 to Western Classification No. 58 I. C. C. 16 of R. C. Fyfe, 
agent, is unjust, unreasonable; that failure to maintain same class- 
ification on wall board in carloads as maintained on plaster board 
in carloads is unduly prejudicial to wall board and preferential of 
plaster board. Asks cease and desist order, reasonable rates from 
Oakland, Cal., to Groups A. to M. inclusive as defined in I. Cc. C. 
1134 of R. H. Countiss, agent, removal of discrimination and just 
and reasonable classification. 

No. 16493. Beaumont Export & Import Co., Beaumont, Tex., vs. 
Louisiana Western et al. 

Unreasonable and discriminatory rates on corn from points in 
Nebraska and Kansas to Atchison, Kans., under transit privileges 
and then consigned to New Orleans and reconsigned to Orange, 
Tex., for export, on which defendants are seeking to apply unlawful 
rates. Asks order directing defendants to cancel charges de- 
manded, or order establishing just and reasonable rates and that 
defendants waive collection of alleged undercharges. 

No. 16494.. The National Fertilizer Association, Philadelphia, Pa., vs 

A. C. & ¥.. et ah. 

Unreasonable rates on fertilizer and materials between C. F. A. 
territory points, and on acid phosphate and phosphate rock from 
Columbia, Mt. Pleasant and Siglo, and other points in Tennessee, 
to C. F. A. points. Asks reasonable rates. 

No. 16495. In the Matter of Divisions of Freight Rates in the Eastern 

Group, Excluding New England. 

This is an investigation instituted by ‘the Commission to de- 
termine whether divisions of rates in the eastern group are un- 
just, unreasonable, inequitable, unduly preferential or prejudicial 
as between or among the carriers named as respondents. 

- 16498. Harkrider-Keith-Cooke Co. et al., Fort Worth, Tex., vs. 
G. H. & S. A. et al. 

Unreasonable rates arid minimum weights on bananas and co- 
coanuts from New Orleans to Dallas and Corsicana, Tex. Asks 
cease and desist order, just and reasonable rates and minimum 
weights, and reparation. 

No. 16498. Burlington Shippers’ Assn. et al., Burlington, Iowa, vs. 
Santa Fe et al. 

Rates and charges in violation of sections 1 and 3 of the act 
on canned goods. Asks cease and desist order, establishment 
of rates on canned goods in carloads from points of origin in 
Illinois freight territory to Burlington, Davenport, Dubuque and 
Keokuk, Iowa, and to Hannibal, Mo., as the Commission may 
deem just and reasenable, and also establishment of just and 
reasonable rates between points in Illinois freight territory, and 
reparation. 

No. 16499. Archer-Daniels-Midland Co., Minneapolis, Minn., vs. New 

York Central et al. 

Unreasonable rates on flaxseed from New York Harbor points 
to Toledo, Ohio, and Minneapolis, Minn. Asks cease and desist 
order, reasonable rates, and reparation. 

No. 16500. Calumet Baking Powder Co., Chicago, Ill., vs. Angelina 

& Neches River et al. . 

Rates, ratings and charges in violation of Sections 1, 2, 3 and 
6 of the act, on three cars loaded with many less than carload 
shipments from Chicago to points in Kansas, Louisiana, Missouri, 
New Mexico, Oklahoma and Texas. Name of commodity shipped 
not given. Asks cease and desist order and just and reasonable 
ratings, rates and charges. ; 

No. 16501. Sioux City Grain Exchange, Sioux City, Ia., vs. Ahnapee 

& ‘Western et al. ; 

Rates in violation of Sections 1 and 3 of the said act, on grain 
and grain products from points in Nebraska, Minnesota and 
South Daketa to Sioux City, Ia. Alleges that by maintenance 
of proportional or re-shipping rates from Omaha, Council Bluffs, 
Des Moines, Atchison, St. Joseph, St. Louis, Minneapolis, Chi- 
cago and Kansas-City to points in Arkansas, Louisiana, Texas, 
Oklahoma, Kansas, -Missouri, Iowa, Colorado and ‘Nebraska, as 
compared with rates’.from ‘Sioux City, Ia., on like traffic to 
same destinations, defendants give preference to Omaha and 
other cities named. Asks cease and desist order and just and 
reasonable rates. 

No. 16502. Board of Railroad Commissioners of the State of South 

Dakota, Pierre, S. Dak., vs. C. & N. W. et al. 

Attacks rates, both single and joint line, on hay produced in 
South Dakota and shipped to points in Minnesota, Iowa, Wis- 
consin, Illinois, Montana, Missouri, Kansas, Nebraska, Colorado 
and Wyoming, as unjust and unreasonable, and that rates from 
points in adjoining states of Minnesota, North Dakota, Iowa and 
Nebraska to the destination territory named discriminate against 
South Dakota producers. Asks cease and desist order and local 
= rates and charges free from undue prejudice and discrimi- 
nation. 

No. 16503. Standard Oil Company of Louisiana, Pipe Line Depart- 
ment, et al., Shreveport, La., vs. Texas & Pacific et al. 

Rates in violation of Sections 1, 2 and 3 of the act, on pipe 
from points in Louisiana to El Dorado and Smackover, Ark. Asks 
reparation. 

No. 16504. Burlington Shippers’ Assoc. et al., Burlington, Ia., vs. 

Arkansas Central et al. 

Rates and charges in violation of Sections 1 and 3 of the act on 
petroleum and petroleum products from points in Oklahoma, 
Kansas and Missouri to’ Burlington, "ort Madison and_ Keokuk, 
Ia., Hamilton, Ill., and St. Louis, Mo. Asks cease and desist or- 
der, reasonable rates and reparation. ’ 

No. 16505. Alabama Mining Institute, Birmingham, Ala., vs. Illinois 

Central et al. 

Alleges that rates on coal from the Birmingham district in 
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Peoria has an enviable location as a dis- 
tribution point, by reason of relative 
inbound freight rates and a favorable 
outbound basis, combined with excellent 
transportation service both in and out. 


The existing freight rate structure per- 
mits these commodities to be brought 
into Peoria for transit and the same 
commodity or product then later re- 
shipped to destination at the through 
rate from point of origin to destination. 


Send for this instructive booklet, 
‘‘Peoria—the $200,000,000 Market.”’ 
It will give you in detail the ship- 
ping facilities, car shipments, com- 
modities and types of industry in this 
large territory served by Peoria. 
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Transfers of traffic at 
Peoria between the 16 
line-haul carriers are 
made within a few 
hours by the use of 
the facilities of the 
Peoria and Pekin 
Union, instead of the 
much longer period re- 
quired in some of the 
larger and congested 
terminals. 


Peoria is located half- 
way between Chicago 
and St. Louis, and, 
being a rate-breaking 
as well as a terminal 
point, it has a con- 
siderable advantage 
over other cities in the 
mid-west in the mat- 
ter of freight rates and 
transportation service. 
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Alabama to points in Tennessee, Alabama, Mississippi, Louisiana, 
Texas, Missouri and Arkansas are unduly prejudicial to complain- 
ant’s members and unduly preferential of shippers of coal from 
southern Illinois and western Kentucky districts; alleges that 
relationship between the aforesaid rates and rates charged from 
the southern Illinois and western Kentucky districts, as well as 
the rates themselves, are unduly prejudicial to shippers 
from the Birmingham district and preferential of shippers of coal 
from the southern Illinois and western Kentucky districts; also 
alleges that divisions of through rates on coal accorded by the 
Illinois Central and other defendants which originate and/or par- 
ticipate in the transportation of coal from the southern Illinois 
and western Kentucky districts to the Gulf, Mobile & Northern, 
Gulf & Ship Island, Mississippi Central, New Orleans Great 
Northern, Fernwood, Columbia & Gulf, the Garyville Northern 
and other carriers, operate to the undue prejudice of shippers of 
coal from the Birmingham district and to the undue preference 
of producers and shippers of coal in and from the southern Illi- 
nois and western Kentucky districts. Asks that defendants be 
required to file a statement or statements showing divisions of 
joint through rates and the defendants be required to correct 
situation complained of. 


No. Pe aimee Larabee Flour Mills Corp., Wichita, Kan., vs. Santa 

e et al. 

Rates in violation of Section 6 of the act on grain from points 
in Arkansas, Colorado, Iowa, Kansas, Missouri, Nebraska, New 
Mexico, Oklahoma, South Dakota and Texas, to complainant’s 
mills at St. Joseph and Clinton, Mo., and at Hutchinson, Marys- 
ville and Wellington, Kan., manufactured into flour and other 
products within twelve months from the dates said shipments of 
grain were received at the mills and said products shipped ts 
points in various states. Asks reparation, 


No. 16506, Sub, No. 1. Frisco Elevators Co., Thos. J. Brodnax, As- 
signee, Kansas City, Mo., vs. Santa Fe et al. 

Rates in violation of Sections 1 and 6 on grain from points in 
Arkansas and other states to Kansas City, Mo.-Kan., and re- 
shipped within twelve months to various interstate destinations. 
Asks reparation. 


No. 16506, Sub. No. 2. Hodgson-Davis Grain Co., Kansas City, Mo., 
vs. Santa Fe et al. 


Same complaint and prayer with regard to shipments of grain 
to public elevators at Kansas City and Atchison and Leaven- 
worth, and reshipped to various interstate destinations, 

No. 16506, Sub. No. 3. Logan Bros. Grain Co., Kansas City, Mo., vs. 
Santa Fe et al. 

Same complaint and prayer with respect to shipments of grain 

to Kansas City and reshipped to various interstate destinations. 
No. 16506, Sub. No. 4. Waggoner-Gates Milling Co., Independence, 
Mo., vs. Santa Fe et al 

Rates in violation of Section 6 on grain to Independence, Mo., 
there manufactured into flour and other products and shipped 
to various interstate destinations. 

No. 16507. The Western Brokerage, Hutchinson, 
Coast Line et al. 

Rates and charges on peanuts (in shell) from Virginia pro- 
ducing points to Hutchinson, Kan., attacked as unjust, unrea- 
sonable, discriminatory and prejudicial. Asks cease and desist 
order, reasonable and lawful rates, and reparation. 

No. Lage Black Steel & Wire Co., Kansas City, Mo., vs. 
Pacific. 

Unreasonable rate of $1.26 on two carloads of wire rope or 
cable from Kansas City, Mo., to Medicine Bow and Rawlings, 
Wyo., as well as in violation of Sections 3 and 4 of the act. Asks 
cease and desist order, reasonable and lawful rates, and repa- 
rations. 

No. 16509. Armour Fertilizer Works, 
New Jersey et al. z 

Rates in violation of sections 1 and 6 of the act on two carloads 
of commercial fertilizer from Carteret, N. J., to Berlin, N. H. 
Asks reparation. 

No. 16510. American Feed Manufacturers’ Chi- 
cago, Ill., vs. Abilene & Southern et al. 

Rates in violation of sections 1, 3 and 4 of the act, on cotton- 
seed meal and cottonseed cake from points in Texas and else- 
where to points in New England and eastern states. Asks cease 

, and desist order, reasonable and lawful rates, and reparation. 
No. 16511. Marcellus & Otisco Co., Inc., Marcellus, N. Y., vs. New 
York centtalL— a paaeer 

Complainant alleges that it is engaged in transporting freight 
for hire in interstate commerce as a common carrier and that it 
interchanged traffic with defendant at Martisco, N. Y.; attacks 
per diem charges assessed by defendant; alleges that defendant 
‘ruthlessly’ discontinued all credit to complainant, and that 
defendant’s agents informed complainant’s patrons that com- 
plainant would not pay its bill. Alleges that defendant’s action 
was in violation of sections 1 and 3 of the act, and ‘‘so extraor- 
’ dinary and unreasonable as to bring it within the jurisdiction of 
ad your Honorable Commission under section 12 of said interstatg 
commerce act.” Asks cease and desist order. ’ ; 
No. 16512, A. E. Green and Maurice Selig, co-partners doing bdsi- 
ness as A. E. Green & Co., et al., San Francisco, vs, Santa Fe 

et al. ; ee 

Unreasonable rates in violation of Section 6 on medicinal 
whisky, in glass, in barrels or boxes, in C. L., from points identi- 
fied in Transcontinental Freight Bureau_ Tariff 1W, I. C.. C. 
1129 of R. H. Countiss, as Groups A to M, inclusive, to points 
identified in said tariff as taking ‘Rate Basis 3’? commodity 
rates. Asks-cease and desist order, reasonable and legal rates 
and reparation. 
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No. 16513. 


et al. 

Unreasonable rates on shipment of various articles from Free- 
Prt, be to Winnipeg, Canada. Asks cease and desist order and 
i -paration. 

No. 16514. J; D. and A. B. Spreckels Securities Co., doing business 
as to one department under_name of Western Sugar Refinery 
San Francisco, vs. Southern Pacific et al. : 3 

Unreasonable and discriminatory rate on C. L. of sugar from 
San Francisco to Leadville, Colo. Asks rate of 96c with mini- 
mum of 60,000 pounds, and reparation. 

No. or Benson Produce Co., Benson, Minn., vs. Great Northern 
et al. 

Rates and charges in violation of Sections 1, 2 and 3 of the 
act on C. L. shipments of butter, eggs and dressed poultry, in 
straight or mixed C. L., from Benson, Minn., to Chicago, Buf- 
falo and other eastern points. Asks reparation. 

No. 16516. Federated Metals Corporation, Chicago, Ill., vs. Pennsyl- 
vania et al. 

_ Rates in violation of Sections 1, 2 and 3 of the act on antimony 
imported through North Atlantic ports to Chicago and St. Louis, 
Asks cease and desist order, lawful rates, and reparation. 


DOCKET OF THE COMMISSION 


Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

January 3—St. Louis, Mo.—Examiner Disque: 

* 1. and S. No. 2285—Demurrage rules on coke in connection with 
Missouri Pacific Railroad. 

January 5—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 351—In re tentative valuations of the properties of 
Grand Rapids & Indiana Ry. Co. and Cincinnati, Richmond and 
Fort Wayne R. R. Co. 

January 5—St. Louis, Mo.—Examiner Disque: 

* 1, and S. No. 2278—Fencing material from St. Louis, Mo., 
Paul, Minn., Peoria and Chicago, Ill., to Kansas. 

January 5—Washington, D. C.—Examiner Cummings: 

Fourth Section Application Nos. 351 et al., filed by Agent R. H. 
Countiss, et al., sking for authority to continue to charge greater 
compensation as through rate than the aggregate of the inter- 
mediate rates. (This hearing will cover approximately a hun- 
dred various applications). 

January 6—St. Louis, Mo.—Examiner Disque: 

* |. and S. No. 2281 (first supplemental order)—Grain and grain prod- 
ucts from Western points to Mississippi River crossings and 
southern points. 

January 6—Washington, D. C.—Examiner McChord: 

* Il. and S. No. 2262—Protective service rules on perishable freight 
(further hearing). 

January 6—St. Louis, Mo.—Examiner Disque: 

* I. and S. No. 2281—Grain and grain products from western points to 
Mississippi River crossings and southern points. 

January 7—Washington, D. C.—Examiner Koebel: 

* I, and S. No. 2284—Switching of cotton and cotton linters at Nor- 
folk, Va. 

January 7—Argument at Washington, D. C.: 

13721—International Harvester Company vs. N. Y. C. R. R., Direc 
tor General et al. 

15199 (and Sub. No. 1)—Washington Publishers’ Association et a 
vs. B. & O. R. R. et ab 

15229—-The Evening’ Star Newspaper Company vs. Canadian P: 
cific Ry. et al. 

Fourth Section App. No. 12378—Filed by Florida East Coast Ry., i 
re commodity rates from Jacksonville to Miami, Fla. 

January 8—Washington, D. C.—Examiner Devoe: 

* Finance No. 3471—In re securities of the Coal River & Eastern 
Railway Company. 

January 8—Washington, D. C.—Examiner Wagner: 

16170—Eastern Lime Manufacturers’ Traffic Bureau et al. vs. Akron 
& Barberton Belt R. R. et al. (Adjourned hearing.) 

January 8—Argument at Washington, D. C.: 

11980—Michigan Railroad Company vs. Pere Marquette R. R 

13313—Michigan Traffic League vs. Ann Arbor R. R. et al. 

January 9—Argument at Washington, D. C.: 

13668—In the matter of divisions of joint rates, fares and charges 
of traffic interchange between the Kansas City, Mexico & Orient 
R. R. (Wm. T. Kemper, Receiver) and the Kansas City, Mexico 
& Orient Ry. Co. of Texas and their connections. 

January 10—Alexandria, La.—Examiner Disque: 

Finance No. 4297—In the matter of the application of the Alexandria 
& Western Railroad Company for abandonment of its line of road. 

January 12—Washington, D. C.—Examiner Wagner: 

* 1. and S. No. 2294—Lumber, South Carolina points to Chattanooga 
and Knoxville, Tenn. 

January 12—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 343—In re tentative valuation of the properties of the 
Norfolk & Western Railway Co. 

January 12—Washington, D. C.—Ass’t Director Burnside: 


Finance No. 3689—Excess income of the Dayton-Goose Creek Rail- 
way Company. 


W. T. Rawleigh Co., Freeport, Ill., vs. Canadian Pacific 
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INDUSTRIAL SHIPPERS SERVICE, INC. 


‘TRAFFIC SPECIALISTS 


Complete Traffic Service. Rate and Classi- 
fication Cases. Overcharge, Loss and Damage 
Claims. Auditing and Routing. 


Car Tracing Service That MOVES FREIGHT 
Fifth Floor, Lincoln Bldg., Detroit 


GEORGE W. OLIVER 
Railroad Analyst 
1814 Harris Trust Building 
CHICAGO + _ ILLINOIS 
Specializing in Transportation Costs and Statistics. 
Seventeen 


years’ experience in cases before the 
Interstate Commerce Commission and the Courts. 
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Visualized Demurrage 
J. HUNTER ROSS 
(Formerly Demurrage Specialist for Railroad 


Administration 
E Street N. W., Washington, D. C. 
A new and workable plan that visualizes fust 


If you pay demurrage consult 
THE ROSS DEMURRAGE BUREAU, INC. 
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